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Public Service 
Starts the Cars 


INCE last Wednesday the Public Service Railway 

has been working night and day to clear the tracks 
of dirt and asphalt, get men back on the job and resume 
operation. But this is being done under conditions as 
of July 31, when the cars were put in the barns, except 
that wages are 20 per cent higher. This procedure came 
with the compliance of the company with a mandatory 
injunction of the Chancellor, the highest judicial officer 


~ of the state, directing the company to start operations 


not later than Monday, Sept. 24. The Chancellor’s 
opinion was a strong statement of the equity of the 
matter, though it is believed by many that the injunction 
could have been successfully contested. He maintained 
that the company was under obligation to provide serv- 
ice regardless of loss or profit and announced that in the 
event the company did not obey the order he would 
consider receivership proceedings on Tuesday. Chief 
Justice Gummere earlier said that while it is true that 
the company has an obligation to fulfill to the public, 
the public also has an obligation to the company, and 


that there is no way legally that any company can be 


compelled to continue giving service at a loss. 

But for various reasons the company chose to obey 
the Chancellor’s order rather than carry the case to the 
United States Supreme Court. Suffice it to say that no 
progress was being made. Politics had so gotten into 
the situation that it appeared impossible to get any 
general approval of the company’s settlement plan. 
Several of the more important communities had called 
off negotiations altogether. Of course, one advantage 
of complying with the order is that the company is meet- 
ing the demand of many of the cities to resume opera- 
tion and talk settlement plans afterward. 

If nothing else has been gained to date by the shut- 
down, two facts have been pretty well established in 
most of the communities of the state. People now know 
that they must have the trolleys. And they know that 
they cannot have good bus service when supplied by an 
irresponsible bus organization. i 

The buses have shown their value and also their limi- 
tations. They have not been able to handle the peak 
loads. The crowding has been intolerable. People all 
over the state, in numbers, have been saying they would 
gladly pay a 10-cent fare if the railway would resume 
operation. Even the bus men are glad, in a way, that 
the cars will soon be running, for they have been sorely 
pressed. The bus men who were operating before the 
shutdown have made but little if any more profit since 
the strike than before, because the excessive loading 
and the necessity to keep running continuously have told 
heavily on the physical condition of their buses. 
over, they have suffered serious losses of individual 
income because the outsiders called in for emergency 
operation have taken their share out of the bus pool but 
have not made proper turn-in to it, and because they 


More- . 


were operating just about as many buses before the 
strike as could make any money on a 5-cent fare. This 
last is one important reason why bus service was not 
expanded more than it was. 

To attempt to indicate what is ahead in the situation 
would be speculation, as the picture in Jersey is chang- 
ing almost momentarily. But further developments in 
the next few weeks will be watched with interest. It is 
to be hoped, of course, that with the experience of the 
last seven weeks in mind the public of New Jersey will 
be disposed to see to it that public officials give the 
railway a fair hearing and a fair operating basis. 
New Jersey is bound to be a center of transportation 
interest for some time to come. 


Things Look Different in 
the Calm Light of Facts 


HE conclusions of the Grand Jury directed to inves- 

tigate the causes of the very bad accident on the Fifth 
Avenue elevated of the Brooklyn-Manhattan Transit 
Company in June, when two cars fell off the structure, 
have been rendered, and no one has been found to be 
guilty of criminal negligence in the matter. Although 
“an exhaustive study of the case was made from every 
conceivable angle” the jury evidently found no evidences 
of neglect in the maintenance of either structure or 
cars, because no charge of that nature is mentioned in 
the report. ; 

This is especially interesting in view of the charges 
freely flung at the railway officials and transit com- 
missioners by Mayor Hylan immediately following the 
accident. He said the guard timbers were rotten, the 
structure defective, etc., and that the Transit Commis- 
sion knew these conditions prevailed. Such accusations 
would be made in the heat of excitement only by one 
predisposed to flay those upon whom the burden of re- 
sponsibility fell. Of course every one knows Mayor 
Hylan’s attitude in this direction, but few would wish 
to believe that any man would seek to further his politi- 
cal aims by trying to capitalize such a disaster. Things 
looked very different to those charged with fixing re- 
sponsibility for the accident after all evidence and in- 
formation had been marshalled to calm unbiased view. 

The fact is that cases where cars on any of the ele- 
vated lines have left the structure in an accident are 
very rare. In the entire history of New York’s ele- 
vated roads, extending back over forty years, there is 
only one previous case involving a passenger train, so 
far as the writer of this editorial can recall, and only 


‘one case in Chicago. 


The finding of the jury, published in the news columns 
of this issue, contains suggestions for further safe- 
guarding elevated railway operation. Of course, the 
company will go to the practical limit in taking new 
measures, in the light of this experience, to avoid pos- 
sibility of recurrence of such an accident in the future. 
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Sweep Out the 
Operating Cobwebs 


T IS a truism that almost any outsider with some 

practical knowledge of electric railways can go over a 
property and find one thing after another which deserves 
correction, if not elimination. This does not mean, 
necessarily, that the operating staff is incompetent. It 
does, however, point to the common human failing of 
letting the cobwebs of tradition gather in the more 
remote corners of the job. 

In checking over a large property recently, route by 
route, one group of investigators found a surprising 
number of such cobwebs in the form of derails and 
safety stops. These derails and stops had doubtless 
been established for some good reason decades ago. 
Perhaps it was the desire to placate a local authority 
after an accident, or it may be that the practice dated 
back to a period when there was some railroad or im- 
portant highway crossing which no longer existed. 
Whatever it was that gave reason for the stop had 
disappeared. But the years went. on. The original 
municipal and railway officials resigned or retired. 
Highways were regraded and paved. Hand-brake cars 
were followed by air-brake cars. Streets were better 
lighted, signals were installed, and so forth. Yet ap- 
parently it had seemed to be no one’s job to question 
the continued validity of these stop regulations which 
had been established beyond the memory of the current 
staff, although unbroken compliance with these regula- 
tions slowed down schedules and annoyed the patron. 

Here was clear proof for the need of a periodical 
checking up on all practices. It may be added that the 
larger the property, the more likely will such a house- 
cleaning be required, for it is on the large property 
especially that the employee down the line feels too 
remote from the management to initiate a questioning 
of long-established custom. 


Regular Appropriations 
for Advertising 


DVERTISING for traffic and use of advertising 

space for general public relations purposes are com- 
ing more and more to be considered regular parts of 
the business activities of an electric railway. Not many 
companies have as yet put this on a systematic basis, 
however, whereby a consistent, steady program . of 
reaching prospective customers and the general public 
with sales and good will discussion is carried out. In 
other words, few railways have reached the point of 
setting aside a percentage of their gross revenue, as 
most other businesses do, for advertising expense. Yet 
this, logically, will be the procedure ultimately. Adver- 
tisers in the mercantile and most other lines have 
learned that spasmodic advertising is not nearly so ef- 
fective as the regular, periodic, consistent program— 
though it must be a program that is attractive, inter- 
esting and informative. 

If one admits the wisdom of this manner of approach- 
ing the task, the question then comes up as to what is 
a proper allowance for advertising. The answer is that 
we do not know, yet. It is a matter to be determined 
by experience, but the main thing is to set aside a 
definite percentage, however small, and make a start on 
a consistent program. If the first guess proves to be 
worth while, then the percentage can be increased 
periodically, as long as it proves profitable. 

One prominent city and suburban railway executive 


who has given this matter much thought considers 1 per 
cent of the gross not too large an amount. One of the 
fastest growing interurban roads in the country is 
expending approximately 3 per cent of its gross for 
advertising. Another interurban with less opportunity 
for building new traffic is spending 14 per cent. One 
of the rapid transit railroads is spending one-half of 1 
per cent. And so it goes. The main thing is to get 
out after traffic by advertising, by traffic agents, by 
every known means of selling. But do it consistently 
and effectively. And the more intensely the better. 


M. O. Proponents Short 
on Constructive Ideas 


DVOCATES of public ownership of utilities are 
certainly as biased and unfair in their views as 
they claim the privately owned utility men are. This 
was especially evident in the proceedings of the confer- 
ence of the Public Ownership League of America held 
in Toronto Sept. 10 to 13. A considerable part of the 
program. was taken up by speakers whose main purpose 
seemed to be denunciation of the private utilities as the 
basis of fostering municipal ownership doctrines. 

In facet, the reports of the conference do not indicate 
that a great amount of discussion of a constructive 
nature took place. The same.old ground was gone over 
again, and the speakers reiterated the familiar argu- 
ments as to why private operation is a failure and 
municipal operation is—or ought to be—such a success. 

It does no good to keep reciting, as one speaker did 
again, the familiar formula, ‘The story of the transit 
situation in the city of New York might properly be 
described as the history of a crime.” From this 
sentence one can guess the rest of his talk. 

One speaker did make some observations worth 
noting. He said, “In many cities the people have not 
dared to expand their public activities. because of dis- 
honesty in politics.” He emphasized that the one thing 
that will ruin the policy of public ownership of public 
utilities is the expediency of politics—‘“the craving of 
mediocre men who desire to get their snouts into the 
political nose bag or to feed at the political trough.” 

Honest administration of utilities is the very founda- 
tion of success, aS in any business. The crook or 
grafter has no place in management, whether public or 
private. But the man who is responsible to the private 
owners of a property, and whose acts are subject to 
review by a competent board and also by representa- 
tives of the public, does not and cannot have the oppor- 
tunities before him for mulcting the public that are 
presented to public officials in control of m.o. utilities, 
who, while telling what great things are being accom- 
plished, may actually be running the thing into the 
ground. And the public is vulnerable because it has no 
competence to judge results for itself. 

Another point made was that “the inability of the 
public to see the value of paying high salaries for 
highly technical positions is a menace to public owner- 
ship. Men of marked ability must man publicly owned 
utilities, for efficient and effective management and 
supervision of public utilities is as necessary as that 
provided to operate utilities privately owned.” 

This last is a lesson that unfortunately has not been 
too well learned by private utilities, particularly refer- 
ring to department heads and principal assistants. The 
success of any utility, public or private, depends on the 
intelligence and the integrity of the men who manage 
and operate it, more than on the method of control. 
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Chicago “L* Interlocking Plant Speeds 


Train Movements 


New Electro-Pneumatic Interlocking Plant at Howard Street Embodies 
the Latest Design for Rapid and Flexible Switching—One Towerman Has 
Control of All Train Movements at Point Where There Is Considerable Train 
Make-up and Other Main-Line Activity—Operating Features Are Described 


Looking South Through the Plant; the Brick Building on the Right Is the Trainmen’s Room 


into a two-track main and a two-track yard lead, 

the new electro-pneumatic interlocking plant at 
Howard Street on the Chicago Elevated handles 5890 
train movements a day. Howard Street is the north 
city limit of Chicago, and besides being the city fare 
limit there is a storage yard of 140 cars capacity from 
which the majority of the north-side trains are dis- 
patched for the rush hours. “ 

The right-of-way from the city to this point has a 
four-track line, the last 7.8 miles being over the new 
rock ballast’ roadbed recently opened, as described in the 
ELECTRIC RAILWAY JOURNAL of March 10, 1923. North 
of Howard Street through Evanston to Wilmette the 
two-track right-of-way is of similar construction, but 
with overhead conductor, instead of the third rail 
which is used in the city. Howard Street is, there- 
fore, the logical point for making up trains, adding to 
city-bound trains, cutting off cars from outbound trains, 
collecting fares, and changing from third rail shoe to 
overhead trolley or vice versa. It is also at this point 
that freight handled during the night is switched from 
the freight track to the northbound main line. 

Each of these features was a factor in determining 
the design and capacity of the plant. A two-island 
station with four “pockets” facilitates collection of the 
fares. Accessibility to all station pockets from either 
the four-track main, the two-track main or the yard 
leads formed the real need for a plant of this type. 
With. “cuts” and “adds,” “put-outs” and “lay-ups,’ 
relay switching and main-line movement, this plant is 
one of the busiest spots on the system during the rush 
periods. A gauntlet track in the west pocket which 
serves the heavy freight industries connects into each 
end of the plant, making a five-track system through 


Gite a four-track main line which converges 


‘either side. 


the plant. Third rail is used as the power conductor, 
and this adds to the complication of the layout. Insu- 
lators, inclines, special ties, feeder and jumper cables 
had to be provided for this phase of the plant. 


ASSEMBLING THE PLANT 


As a result of the high degree of co-operation and 
co-ordination between the various departments con- 
cerned the assembly of the parts was carried out with 
little difficulty. The track special work is of 90-lb. 
A.S.C.E. rail. It was reassembled on the job, while the 
third rail of 80-lb. section was placed on insulators in 
anticipation of power requirements. The assembly of 
the movements, targets and interlocking work proceeded 
with uniform rapidity. Each of the various parts of 
the signal assembly came marked with the name and 
number of the switch of which it was a member. Track- 
work was delivered in the same convenient form, which 
facilitated assembly. Some complication was added, 
due to the slight grade and curve met at the yard 
entrance. 

The signal system is the electro-pneumatically oper- 
ated three-wire type, air being used to actuate the 
movements, with electricity as the controlling element. 

Permanency was the important feature in the con- 
struction of the plant. The tower is of fireproof 
construction throughout; the framing is of steel chan- 
nels, cross-braced and covered with metal lath. Concrete 
stucco has been placed on the lath and a finish of fine 
granite applied to the stucco. The overhang on the 
second floor enlarges the operator’s room to give ample 
space, while clearance is provided beneath for trains on 
A feature of the tower is the specially 
designed type of folding windows, any section or pair 
of which may be moved laterally to a corner or side 
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The Complete Layout of the Interlocking Plant Is Shown in the Diagram. All Train Movements 


nated track diagram mounted above it repeats the 
actual setting of each track switch and signal, changing 
automatically as the levers of the interlocking machine 
are moved. A telephone, a clock and an air gage are 
mounted on the track diagram frame directly in front 
of the operator’s position. A lavatory is provided in 
a section of the room 3 ft. below the level of the main 
floor, so as not to obscure the vision. 


SWITCHBOARD MOUNTED IN CONVENIENT POSITION 


The switchboard controlling the electrical connec- 
tions is in such a position that the operator may read 
the meters and throw the switches without moving a 
great distance from his normal position before the 
machine. Mounted on the panel are a d.c. ammeter and 
d.c. voltmeter, low-voltage battery switches, 600-volt 
d.c: compressor and governor switches, and a complete 
set of fuses protecting the 600-volt lines. An a.c. cutout 
cabinet and “Square D” switches are mounted on the 
right edge of the panel. These switches control the 
alternating current, which is obtained from two sep- 
arate outside sources, thus providing for protection in 
case of failure of either supply. 

The Tower Is Designed to Give Train Clearance Air compressors, governors, relay cabinets and meters 

are located on the first floor of the tower, while the 

post. The operator is thus afforded a clear view in any battery room and maintainer’s supply locker are located 
of three directions, while the generous overhang of the in the basement. . Here duplicate sets of 140 amp.-hr. 
eaves shades the vision. batteries are located, which supply current for the 

The main operatox’s room contains the interlocking control of switch and signal apparatus. Three air 
machine, which is located in such a position that a clear compressors supply air at the rate of 114 cu.ft. per 
view of the tracks is had in all directions. An illumi- second for the operation of the plant. Governors con- 


No. 1. The Switchboard Controls the Al- No. 2. The Operator’s Position Is Ar- No. 3. Section of Relay Cabinet, Showing 
ternating Current, the 600-Volt Direct Cur- ranged for Clear Vision, with the Tllumi- Relay and Terminal Racks. There Are Eigh- 
rent, and the Storage Battery Circuits. nated Track Diagram Above the Machine. teen Similar Sections. 
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trol the action of these pumps so that a minimum 
pressure of 70 lb. and a maximum pressure of 85 lb. is 
assured. Cooling coils and drainage tanks are inserted 
in the air line outside of the tower. 

The relay cabinet consists of eighteen sections of 
racks similar to the one illustrated. Terminal racks 
are hinged so as to be more accessible. Compactness 
with ample room is the feature of the design. Flexible 
stranded wire of ample length is used for the relay 
connections to allow the relays to be lifted up and out 
of the case for inspection. Wires from the relays to 
the machine and the track diagram are carried in a 
metal frame. Below the relay cabinet is a series of 
6-in. chutes which carry the wires to the large dis- 
tributing manhole located under the tower. 


EXTERIOR WIRING IS IN CONDUIT 


Twenty ready-built concrete manholes located through- 
out the plant serve as distributing centers for the 
wires to the various movements. Vitrified clay conduit 
of 4-in. x 4-in. duct is used to connect the manholes 
with each other and the tower manhole, while wood 
trunking serves as a protection to the wires intercon- 
necting the individua! switch movements and manholes. 
Complete protection for every wire from the machine 
to its terminus at the movement is thus assured. 
Multiple conductor cable with braided covering is used 
throughout. 

Extra heavy galvanized 2-in. pipe is used for the 
main air line, with drainage tanks set in concrete 
containers placed at intervals throughout the line. 
Where the air line is apt to come in contact with 
ground it is wrapped with burlap and pitch, preventing 
electrclysis to a large extent. Emergency air lines are 


Jo Chicago —> 


This Type of Dwarf Signal Is Used Throughout the Plant 


run to bypass any break or leak in the main air line, 
which has been provided with cutout valves so arranged 
that such a damaged section may be cut out without 
interference with the rest of the plant. 

The switch movements have adjustable lock areas 
and 5-in. diameter cylinders, and are equipped with 
cutout valves, so that after a switch movement is com- 


This View of the North’ End of Plant Shows a Portion of the System Controlled, Including the Two-Track Main and Yard Lead 
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pleted the air pressure is cut off automatically. How- 
ever, should the switch point open up, the air valve 
will again cut in the air pressure, throwing the switch 
to the proper position and locking it. This action 
saves air, and provides a safety feature as well. 

Indication boxes are of the pole changer type and 
embody the polarized signal selection and switch con- 
trol. This system of interlocking insures the closure 
and locking of all switch points in a “line-up” before 
the governing signals can be cleared. If a switch point 
opens up or is out of adjustment, the signal and trip 
governing that line-up would go to “stop” position 
automatically. Detector bars are not used on this in- 
stallation, a.c. track circuits actuating track control 
relays taking their place. When a train is over a 
switch the track relay is de-energized and the lever 
controlling the switch is locked in position, until the 
train has passed out of the limits of that track circuit. 
Indication lights on the machine located immediately 
beneath the operator’s levers, as well as the track 
diagram lights, afford an additional check on the oper- 
ator. Under each switch lever on the machine is an 
electric light indicator which shows green when the 
track circuit controlling the lever is unoccupied. The 
track diagram previously referred to is a conventional 
layout of the plant with different colored paint repre- 
senting the various track circuits. A small lamp con- 
trolled by the track circuit relay is mounted on the 
diagram at the center of each circuit, and is illuminated 
when that particular circuit is clear. 


PROTECTION AFFORDED AGAINST WRONG MOVEMENTS 


The towerman or-operator may follow the movement 
of all trains through his plant, note the positions of 
the switches by indication lever lights, and the posi- 
tions of the trains by the track diagram. Should he 
attempt to move the wrong lever at such a time the 
mechanical machine lock would prevent him. 

The machine proper has fifty-one levers mounted on 
the front of the case, which is locked and the key placed 
under seal. In case of trouble in the machine, the seal 
is broken and the case unlocked. A report of an unusual 
occurrence of this kind is sent to the dispatcher. At 
each end of the machine is a push button which operates 
whistles at either end of the plant, calling the main- 
tainer to a telephone. A system of whistle signals is 
also used to call trains from the yards. Immediately 
in front of the’ operator, overhanging the machine, is 
a pair of cords with handles which operate a siren 
whistle located on the outside of the tower. Should 
an emergency arise, the whistle is blown as a signal 
for all trains within hearing to come to an emergency 
stop. This same order applies over the entire system 
through interlocking plants. No derails are used on 
the main tracks, a track trip being used to bring the 
train to an emergency stop. When the trip is in “stop” 
position and a train passes over, the trip valve on the 
train air-line is opened, setting the brakes to emergency. 

Since the plant was put in service many flexible train 
movements have been made possible, all of which aid 
traffic. For example, a southbound elevated train 
makes a station stop and collectors enter the cars to 
collect fares for the city zone. Another “L” train 
follows into the other southbound station pocket. The 
track diagram indicates the approach of a North Shore 
train going south. To speed up traffic, the towerman 
lines up the northbound main for reverse traffic opera- 
tion, and runs the North Shore train around the two 
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“L” trains. Much time is saved daily in this way by 
using “line-ups,” which were impossible with the old 
plant. operated by five switchmen, and more flexible and 
safer operation is obtained at far less cost. 


An Idea for Off-the-Car Peak 


Power Load 


Suggestion for Applying the Heater Load to Valleys 
in the Motor Curve and Cutting It Off During 
Maximum Acceleration Period 


By J. A. HoRTON 

New York, N. Ye 
F THE total energy used by an electrically 
propelled, electrically heated car during an average 
winter trip, from 20 to 35 per cent is dissipated by the 
heaters. The percentage depends upon the active heater 
capacity, upon the existing heating regulations, upon 
the weight of the car and upon the efficiency with 
which the car is handled. The explanation of the high 
ratio is, of course, that the heating load represents a 
constant demand on the energy source, while the pro- 
pelling load is intermittent with periods of stopping 

and of coasting. ie 

In order to maintain a certain temperature in a car 
of given inside volume, operated under given conditions 
of schedule, traffic and heat regulations, the expendi- 
ture of a certain amount of electric energy is 
unavoidable, although its magnitude may be minimized 
by striving for conditions favorable to electric heating 
—such conditions, for example, as are established by 
adopting thermostatic control and by enforcing wise 
regulations in regard to ventilation and opening of 
doors. 

Ordinarily, the heating load is superimposed upon 
the motor load, raising every point of the total energy 
curve by an amount exactly equal to the heating load 
and making no distinction between peaks and valleys 
of the starting, running and stopping cycles. Thus, 
the heater loads, as ordinarily disposed, raise the load 
peak of every car and tend to raise the power station 
load peaks. 

This suggests the idea that the opening and closing 
of the heater circuits be governed, to a certain extent, 
by operation of a series relay dependent for action 
upon the motor current and so adjusted as to keep the 
heater circuits open during all periods of acceleration. 
Under this condition the heater current would be sub- 
tracted from the present peak current of every car 
operating cycle. The heater energy consumption per 
car would be decreased a little, but not enough to 
reduce materially the effectiveness of the heaters. It 
is conceivable that the relay might be adjusted to 
close the heater circuit only after the accelerating 
period had passed and the cycle had extended well into 
the motor curve. By keeping the heater load off the 
motor load peak, the holding of the maximum heater 
current to a minimum value would become a matter of 
less moment. Indeed, a larger value of heating current, 
in conjunction with thermostatic control, might even be 
considered an advantage in that the greater current 
would enable the heaters to heat the car to the cut-off 
temperature more promptly. 

Simultaneous with decreasing the current peak de- 
mand per car, there would be a tendency toward im- 
proving line voltage conditions, especially in congested 
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localities, and toward stabilizing rotary-converter 
adjustments of power factor. The greatest effect, how- 
ever, would be the direct one upon the prime-mover 
stand-by capacity necessary in providing for station 
load peaks. Take, for example, a road operating a 
schedule of 100 cars, each of which might consume 10 
amp. heating current. The total steady drain due to 
the heaters would be 1,000 amp., which, at a voltage 
of 600, would be more than 600 kw. A 600-kw. gen- 
erator with its turbine and auxiliaries would cost much 
more than would the devices required to transpose the 
heater load off the power peaks of the 100 cars,.and 
the figures become more impressive as the number of 
cars is increased. A 2,000 car schedule, for example, 
imposes upon any existing station loads—peaks and 
valleys alike—a heater current of 20,000 amp., or 
12,000 kw. 

The modern trend is toward light cars because they 
absorb less energy by reason of less dead weight to 
be hauled. It takes just as much energy, if not more, 
to heat a light car as it does to heat a heavy one, 
under like conditions. Therefore as the ideal light- 
weight car gradually becomes realized, of more moment 
is the relatively larger consumption of the heaters, as 
well as their relatively greater influence upon load 
peaks. Thermostatic control has accomplished the feat 
of supplying heat only as needed. Let the relay con- 
tribute its part toward maximum efficiency and mini- 
mum peak ascendency. 


Novel Call-Up File 


S A MEANS of insuring that engagements will be 
kept, a novel method has been installed at the 
offices of the Beaver Valley Traction Company, New 
Brighton, Pa., by W. H. Boyce, general manager. When 
any individual has made an engagement for a specific 
date, or has any topic about which he should take action, 
he fills out the necessary information upon the 3-in.x 
5-in. card shown in the illustration. This form is placed 
in the outgoing mail basket and no further attention 
need be paid by the executive. These cards are kept 
by the service bureau, which is a consolidation of all 


Form No. 926 


SERVICE BUREAU 
BEAVER VALLEY TRACTION COMPANY 


—Please make use of this form asa means of being reminded of enxaxements to call or promises to 
be returned, of work which is 


NOT! 
advise, calls to be made by principal, of letters to which reply is expected, of papers to 
desired to complete or review by a fixed time, cases with which it is desired 10 keep in close touch, etc. 
der will be placed before you on the date which you name. 


This remina 


This Card Is the Basis of an Effective Call-Up System 


the clerical and stenographic forces at the company’s 
office, being filed under their respective dates. The head 
of the service bureau reminds each person on the date 
of the proposed engagement, merely by placing the card 
on his desk. In case the engagement is not completed, 
or supplementary action must be taken, this is noted 
upon the second or third lines provided on the card, 
which is then returned to the service bureau. 
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Attractive Division Headquarters 


at Medford 


Recently Erected by the Boston Elevated Railway at 
a Cost of About Fifty Taousand Dollars 
—Plenty of Room for Men 


HE accompanying illustrations show the very attrac- 
tive division headquarters building, recently com- 
pleted in Medford, Mass., by the Boston Elevated Rail- 
way. It adjoins the Salem Street carhouse of the 
surface division of the company and contains a waiting 
room for passengers, the station master’s office and 
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Plan of Ground Floor of Lobby Building, Medford 


accommodations for the platform men and other em- 
ployees operating out of the Salem Street carhouse. 

The building is one story in height but with a com- 
modious and well-lighted basement, which contains a 
shower bath and dressing room as well as the heating 
plant of the building. During the summer, when this 
heating plant is not in service, hot water for the shower 
bath is provided by a gas heater which automatically 
furnishes the required supply.. The rest of the base- 
ment is occupied by lockers. 

The building is approximately square, being 63 ft. 
4 in. over all in both front and side dimensions. 

The waiting room is in the front of the building and 
the station master’s office to the left with a separate 
entrance, but with a door connecting with the waiting 
room. Both of these rooms have toilet facilities. The 
check, storage and lost articles department adjoins the 
station master’s department, but there is a window 
opening into the public waiting room. It is well pro- 
vided with shelves and cupboards for the storage of 
articles. 

The receiver’s office adjoins the station master’s office 
but also has window openings into the employees’ lobby. 
Directly in front of these openings is a money counting 
table with nine compartments, where the conductors 
make up their money and records. Also adjoining the 
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There Is Plenty of Room for the Men to Study the 


Run Sheets and Wait Between Runs 


station master’s office are the counters for making up 
_trip sheets. 

The remainder of the lobby floor, which is light and 
spacious, is taken up with seats, time-table cases, a row 
of checker tables and a toilet room. Daylight lighting 
is from a rotunda and large side windows, and the 
artificial lighting is supplied by ceiling lights and 
reflectors. 

The interior finish of the walls is attractive, being 
yellow brick paneled by dark red bricks. The wood- 
work is of North Carolina pine, the center pillar being 
cased with dark red brick. The floors are of red top 
concrete, with a floor hardener incorporated. 

The foundations and first story girders are of rein- 
forced concrete, above which the building is of brick 
with tapestry tile facing of dark maroon and light colors. 
The building has concrete lintels and a slate roof. Its 
cost, erected, was about $50,000. 

The area containing this lobby building and adjoining 
carhouse and storage tracks is inclosed by a chain link 
fabric fence, 7 ft. high. This fence is made up of No. 
6 wire in a 2-in. mesh and is supported on 24-in. pipe 
posts and 3-in. pipe corner posts, set in concrete. At 
the top of the mesh wire there is a 13-in pipe top rail, 
and above this will be five strands of barbed wire, 
carried on extension arms. This construction makes a 
practically impenetrable barrier against mischievous 
persons. 


Mid-day Travel in England 


HE accompanying characteristic daily load curve 

of the tramways of Hull, England, appeared in a 

paper on “Tramways from a Traffic Point of View,” 

presented by E. S. Rayner before the Institute of 

Transport of Great Britain at a recent meeting held by 
that organization. 

Mr. Rayner explained that this curve may be taken 


Passengers Carried, Thousands 


as typical of the tramways in the larger cities in 
England outside of London. The peaks represent 
approximately 50 per cent of the total passengers car- 
ried, and the load factor, i.e., the mean load, referred to 
the maximum load is 54 per cent.. The morning peak 
equals 18 per cent of the total peak load, the mid-day 
peak is 25 per cent of the total peak load, and the 
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afternoon peak is 46 per cent of the total peak load, 
The rides per capita of population per year in Hull 
are 213. London has only two peaks, a morning and 
an afternoon. 

In spite of the extension of bus lines, the speaker did 
not feel discouraged about the tramway situation and 
pointed out a continual increase in the traffic in Great 
Britain, as shown by the following figures: 
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Improvements Possible 
in Subway Construction and Operation 


A Continuous Platform Between Two Tracks Instead of Side Station 
Platforms Is Suggested—With This Construction Station Stops Can Be 
Changed to Suit Altered Conditions, and Other Advantages Are Obtained 
—The Merits of Skip Stops for Local Subway Service Are Also Set Forth 


By Philip Sachs 


Assistant Engineer New York Transit Commission 


system of subway design is its lack of elasticity, 

caused by the fact that the subway stations are 
fixed as to location and length of platforms. The 
original subway in New York was designed to accom- 
modate eight-car express trains and five-car locals. The 
platforms have since been lengthened to accommodate 
ten-car expresses and six-car locals. We could well 
stand another increase in train length, and it is hard 
to tell when the limit will be reached, but each such 
step is costly and wasteful. The train length is an 
important factor in determining the spacing of stations. 
Some stations are only four blocks apart now. In the 
case of a five-car train, for which the line was origi- 
nally designed, the train occupied 25 per cent of the 
distance between stations. A ten-car train would occupy 
50 per cent of the distance. This condition tends tu 
choke up the line, increase the train headway and re- 
duce the efficiency of operation. 

A subway is built not as a temporary expediency, 
but for permanent use, and to be of real utility it should 
conform to the life of the city, or that section of it 
which it traverses. This cannot be said of the present 
system, which is destined to remain in its original 
shape for all time. Some sections of the city, like 
Washington Heights and the Grand Central zone, have 
undergone tremendous development since the completion 
of the original subway, yet the station locations are 
the same now as they were then. 

To overcome these objections and gain other advan- 
tages, it is proposed to provide a continuous station 
platform for the entire length of line. It can be shown 
that this improvement will involve little or no additional 
cost when a subway is constructed. A certain type of 
structure of the New York City subway system will be 
used as a basis. . 

' Local stations average eight blocks apart and are 
about two blocks long. The platforms then occupy 25 
per cent of the length of line. Since there are two 
platforms to a station, each about 12 ft. wide, to make 
these continuous would involve an enlargement of the 
present cross-section by the width of two platforms 
for 75 per cent of the length of line. However, if we 
stagger the uptown and downtown stations and place 
them end to end on an island platform instead of along- 
side of each other, they would occupy 50 per cent of the 
length of line, and if made continuous would only leave 


()«: of the principal shortcomings of the present 


_50 per cent of one platform to be accounted for, or an — 


average width of 6 ft. This can be accounted for as 
follows: 


Fig. 1 is a standard cross-section for a certain type 


of two-track structure between stations and shows that 
the distance from center line of track to inside face to 
wall is 7 ft. 3 in. Wherever there is no duct bench 
on the side, the corresponding distance is 6 ft. By 
placing the ducts underneath the platform, we would, 
therefore, gain 1 ft. 3 in. on a side, or a total of 2 ft. 
6 in. Inasmuch as this duct bench extends between 
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Fig. 1—Typical Cross-Section of a Two-Track Subway 


stations only, the average saving is 2 ft. 6 in. x 0.75, or 
iit. l04 in; 

- Referring to the same figure, it will be seen that the 
distance from center line of track to center of center 
column is 6 ft. 3 in. The corresponding standard dis- 
tance to edge of platform is 4 ft. 93 in. Through a 
center platform, we therefore save twice the difference 
between the above two figures, or 2 ft. 11 in. Adding 
to this figure 1 tt. 103 in., we arrive at a total of 


Ant ba O Ss 10k. 


In other words, by averaging the width of the present 
structure at stations and between stations and placing 
the ducts in the center, we get a uniform structure of 
constant cross-section, with a center platform substan- 
tially 12 ft. wide, wnich compares favorably with plat- 
forms of any station on the existing lines. It is 
important to bear in mind that any portion of this 
platform is to serve only one set of trains, that is, 
either uptown or downtown, and that no portion of it 
will be shared laterally by two trains. In other words, 
if we have a station at Forty-second Street, the uptown 
trains will stop between Forty-second and Forty-fourth 
Streets, while the downtown trains will stop between 
Forty-second and Fortieth Streets. 

Suitable entrances may be provided through overhead 
mezzanines. Four-foot stairways placed at frequent 
intervals would serve the purpose. 

The extra depth of structure made necessary to pro- 


442 


ELECTRIG RAILWAY JOURNAL 


Vol. 62, No. 12 


vide room for overhead entrances may be utilized to 
provide a continuous mezzanine without additional ex- 
pense, for once the street is excavated to proper depth, 
it would be just as expensive to backfill the trench as 
to provide a mezzanine in the space. A portion of this 
mezzanine may be utilized for special purposes, such 
as stores, storage or some pipe structures. 

In Fig. 2 is given a cross-section of the proposed 
construction with a mezzanine. The bents are about 
5 ft. centers, center columns 15 ft. apart, and longi- 
tudinal girders 25 ft. long, involving a cantilever of 
5 ft. on each side, and a space of 5 ft. between girders 
for the purpose of permitting subsurface structures 
to pass through. : 

Actual estimates of cost cannot be made until a com- 
plete design has been prepared. But the writer is 
confident that a structure like this, including a con- 
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Fig. 2—Cross-Section of Proposed Design with Continuous Center 
Platform Serving Both Tracks 


tinuous mezzanine, can be built for the same amount 
of money that it would take to build a structure similar 
to the present type. 

In Fig. 3 is shown a plan of a four-track local-express 
system. It will be noted that the local tracks are inside, 
with a continuous platform between them, while thé 
express tracks are on the outside with intermittent 
side platforms. This arrangement does away with the 
elaborate approaches and curved tracks of the present. 
At the same time, it provides the express platforms 
with much of the flexibility possessed by the local 
platform. Under the new system the transfer between 
uptown and downtown local lines would be facilitated, 
but the transfer between express and local trains would 
have to be by walking through the mezzanine. This, 
however, should hardly be regarded as a disadvantage. 
By imposing a slight obstacle upon the transfer 
facilities, we would materially reduce the volume of 
transfers and thus get a better distribution of traffic, 
and a fuller utilization of the local tracks. 

With entrances and exits every other block, we could 
increase the distance between stations two blocks with- 
out increasing the average length of walk, for, when 
stations are ten blocks apart, the distance between their 
extreme entrances is only eight blocks. As a result of 
increasing the distance between stations, it may be 
found practical to employ a higher maximum speed, 
which, of course, would be reflected in the schedule 
speed. The reduction in the number of stops between 
25 per cent and 50 per cent would further produce 
a material increase in the schedule speed. This would 


tend to reduce the advantage of the expresses and 
increase the popularity and patronage of the locals. 

Stations, of course, could be located anywhere, but 
great care should be exercised in fixing these locations 
with a view to operating conditions rather than local 
considerations, and a firm policy should be adopted to 
adhere to these locations and not to be swayed by the 
clamor of local or real estate interests for stations. This, 
of course, applies to any other system as well. 

From an operating standpoint, stations should be 
located as far apart as possible, and the spacing should 
be as uniform as possible. A uniform spacing of sta- 
tions for given districts, based upon volume of traffic, 


tends to equalize station congestion throughout the line | 


and prevents extreme congestion at isolated points, 
which under the present system is apt to undermine the 
efficiency of the entire line. A policy like this is really 
essential for the smooth, efficient and economic opera- 
tion of trains. It would also discourage agitation for 
new stations, for a new station would mean a relocation 
of every station in the district and perhaps on the 
entire line, which, of course, should not be done except 
at rare intervals and for good reasons. 

The safety features of this plan also should not be 
overlooked. With a continuous platform, accidents to 
passengers due to fires on trains could be entirely 
avoided, for the moment a fire is noted the train would 
be brought to a standstill and the passengers let out. 

This type of structure will inject elasticity and flex- 
ibility into a transportation system. Starting with a 
five-car train when a line is completed, we will gradually 
increase the train length until it reaches ten cars in 
say five years. By this time the line may be ripe for 
a general readjustment of stations. All stations will 
be pushed further apart on account of the longer trains 
now in use. If an error was made in the original 
location of a station, we shall have an opportunity of 
correcting it. If a section has undergone unusual devel- 
opment, it will receive special attention. We may then 
proceed to increase the train length, if there is a 
demand for it, until the practical limit has been reached. 


Skip STOP OPERATION ANOTHER SAVING 


The present local-express system while highly desir- 
able in some respects is equally objectionable in others. 
The express trains can transport traffic more quickly 
and cheaply than locals, but their popularity tends to 
defeat the very advantage that makes them popular. 
Practically 100 per cent of the local passengers change 
for the express trains at express stations, and the 
crowding and congestion caused by it are responsible 
for most of the delays and breakdowns, which result in 
lower schedule speed and increased headways. 

Another shortcoming of the system is the unequal 
distribution of traffic between the expresses and locals. 
The local trains can hardly be regarded as an inde- 
pendent system. Their function is mainly to feed the 
expresses, and an observation of conditions at many 
points of the line will show that while the expresses 
are over-congested the locals are half empty. As a 
result, while we have four tracks, from the standpoint 
of capacity we have hardly more than two. 

To overcome these and many other objections, it is 
proposed to operate local trains on the basis of alternate 
trains making alternate stops. In other words, every 
train will stop at one station and skip the next one, 
while the following train will reverse the process. By 
bringing the stations somewhat closer together than 
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they are spaced now, and providing them with end 
entrances, the maximum walk to and from the stations 
will not be increased; at the same time the schedule 
speed would be improved to such an extent as to compare 
favorably with the speed of the local-express of the 
present. 

At the same time, the train headway will be mate- 
rially reduced, for while one train is stopping at a 
station, the train behind, instead of having to wait 
outside the station for the first train to pull out, will 
stop several blocks back at another station, and when 
it will reach the station in question will find a clear 
road. 

The train headway is composed of two elements—(1) 
running headway and (2) station headway. The run- 
ning headway is the time interval between two con- 
secutive trains moving on one track in the same 
direction; the station headway is the additional loss 
of time due to stopping at stations. It can be proved 
that under the most exacting requirements of the block 
signals, running headway can be kept down to one 
minute with absolute safety. The station headway, 
however, imposes a loss of another minute as follows: 
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The reduction of this station headway has been the 
aim of operating engineers for many years, but in 
spite of much effort and the introduction of many 
devices, including time control signals, the working 
headway is still two minutes, the same as it was many 
years ago, although the theoretical headway is supposed 
to be akout a minute and a half. By adopting the 
method of operation here proposed, we would cut down 
the station headway at least in two, for while one 
train is stopping at a station, only the train immediately 
back of it will be delayed to the extent of the station 
stop. The third train reaching the station will only 
have to be separated by one running headway from the 
second one. 
two alternate trains will be equal to two running head- 
ways, plus one station headway, and the average 
headway between two consecutive trains will be one 
running headway and half a station headway. 

The operation of this system is shown on the diagram, 
Fig. 4. On this diagram, horizontal dimensions repre- 
sent distances and vertical dimensions time. Each 
horizontal space represents 250 ft., or one block, and 
each vertical space represents twenty seconds. Stations 
are indicated by heavy lines on the bottom of the 

diagram. The curves represent train performances, 
and are based upon the following assumptions: 
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Trains as well as stations are designated A-1, A-2. 
B-1, B-2, etc. A trains will stop at A stations, and B 
trains at B stations. In practice they will similarly be 
designated. 


It will be noticed from these curves that the time. 


interval between any two alternate curves is three 
minutes, or an average headway of a minute and a half. 
This method of operation will furnish us with the 


In other words, the time interval between ~ 


equivalent of a reservoir station without its objection- 
able features of turnouts, short radii curves, elaborate 
station approaches and extra tracks. Like a reservoir 
station this method of operation will reduce the influ- 
ence of station stops upon headway. 

An analysis of the effects of this method of opera- 
tion upon the various functions of the railroad follows: 

Signal System—Although local tracks on the present 
system are not protected by signals throughout their 
length, the increased capacity of the proposed system 
as well as the higher speed employed will make such 
protection indispensable. A signal system has there- 
fore been laid out which is shown diagrammatically on 
the upper portion of the drawing, Fig. 4, and which 


-conforms in essence to all requirements of a standard 


block signal system. The length of overlap was taken 
as 500 ft., and is equivalent to the braking distance 
and an excess of about 10 per cent. The vertical lines 
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Fig. 3—Proposed Arrangement of Local and Express Platforms 
at Express Stop 


on the line A-2 represent the signals set up by the 
moving train, i.e, the danger signals are shown by 
solid lines and the caution signals by dotted lines. 

It will be seen that at any point there are two danger 
signals and one caution signal separating two moving 
trains, and that there is an interval of ten seconds or 
more between the forward end of a moving train and 
the nearest caution signal ahead. An examination of 
these curves will also show that we can have a standard 
block signal system on local tracks that will operate 
with perfect freedom, without the constraint that is 
now felt at express stations, without reducing the block 
length at stations and without having to resort to the 
time control signals. 

It would also be possible to lay out a signal system 
at random with nothing but the braking length to be 
guided by and then lay out stations where we choose 
and still tke able to maintain a ninety-second headway. 
Similarly, we shall be able to relocate a station without 
having to change the signal system. 

Capacity—On the present system ten-car express 
trains and six-car locals are being ooerated, making a 
total of sixteen cars. At two-minute headway, the 
capacity of this system would be 16 & 30 = 480 cars 
per hour. 

However, not all the locals are operated full. In fact, 
it is maintained by traffic experts that the locals are 
useless as far as capacity goes, that they merely serve 
as feeders for the expresses and carry no independent 
traffic to speak of. An assumption, then, that the effec- 
tive capacity of the locals is 50 per cent of the nominal 
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should be regarded as conservative. On this basis we 
have ten express cars and three effective locals, or a 
total of thirteen cars, and the capacity corresponding 
to it—10 « 40 = 400 cars per hour. In other words, 
this method of operation would give us a four-track 
capacity on two tracks. 

Furthermore, this capacity merely represents the 
initial capacity of a highly elastic system, which can be 
expanded by increasing the train length to the maxi- 
mum feasible limit. 

Schedule Speed—Three factors will combine to raise 
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the schedule speed of this system as compared with 
that of the locals of the present system: (1) The 
elimination of the express station will remove the most 
important cause for delays, congestion and high head- 
way; (2) the increased distance between stops anil 
block-signal protection will make a higher maximum 
speed possible; (3) the reduction in the number of 
stops. 

As a result of these, the schedule speed of the pro- 
posed system should compare favorably with the local- 
express speed of the present system for a great major- 


ity of cases, and will show but a small loss when. 


compared with express speed. 

Power Consumption—As is well known, acceleration 
constitutes the principal drain upon the power supply, 
and in the case under consideration, amounts to about 
75 per cent of the total. By reducing the number of 
steps about 40 per cent, we would reduce the power con- 
sumption 30 per cent. 

Another source of economy in the power supply will 
become apparent from an examination of the curves on 
Fig. 4. It will be noticed that any train on leaving a 
station will be 1,500 ft. from the nearest danger signal, 
or forward end of nearest train. Inasmuch as the train 
ahead is moving at full speed at the same time as the 
train in question is accelerating, the distance between 
them will continually increase until the next station is 
reached. If one train is for some reason delayed at a 
station it will maintain a caution signal at the next 
station back. That means that there will be no reason 
for any train stopping between stations as a result of 
traffic congestion and a motorman upon receiving a clear 
signal will be sure to find a clear road to the next sta- 
tion, except for motor troubles or causes other than 
traffic congestion. The combined saving as a result of 
these two features should amount to at least 40 per cent. 

As a result of a reduction in the power consumption 
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of 40 per cent, the required power plant capacity will — 
correspondingly be reduced. . 

Other Operating Eapenses—Substantial economies 
will also be effected in the cost of rolling stock, main- 
tenance of way and equipment, and operating expenses. 


CONCLUSION 


While the two improvements suggested in this paper ~ 
are to a certain extent independent of each other, with — 
distinct advantages for each, it is only through a com- © 
bination of the two that the greatest benefits, leading 
to a solution of the transportation problem, will result. 


Removable Posts for Safety Zone 


NEW type of safety zone is being given a trial in | 

the national capital by the Washington Railway — 
& Electric Company. One installation has been made 
at the southwest corner of Fourteenth and F Streets, 
N. W., flanking the east side of the Willard Hotel, 
and three others are planned to make the experiment 
complete under different traffic conditions. 

As shown in the illustration, three 6-in. iron posts 
are used, placed 25 ft. apart, imbedded 2 ft. in concrete 
and projecting 4 ft. above the street level. The posts | 
are painted white with black stripes, to attract’ the — 
attention of vehicular traffic in the daytime, and oil- 
burning lamps with red globes are placed on top at 
night. White lines painted on the pavement also mark 
the zone. 

No chains are used to connect the posts, as practice 
in Washington indicates that the potential danger of 
loose end chains in accidents increases the import of 
the collision or accident. 

The metal posts are solidly imbedded to withstand 
impacts with vehicles, yet are removable so as to permit 
the passage of parades or other mass formations. 

In the brief period of its operation, it has been 
shown that the new system serves its purpose of keep- 


Striped Iron Posts for Safety Zone in Washington 


ing vehicular traffic away from those about to board or 
alight from street cars, and also allows easier entrance 
and exit than if inclosed with a fence or railing. 
Washington now has five systems of safety zones— 
the simple painted rectangle, the painted rectangle 
with warning lights fixed slightly above the pavement 
at the corners, the permanent concrete raised platform, 
the removable wooden platform and this new system. 
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Setting Standards for Pull-Ins 


In Nashville, Tenn., Pull-Ins Have Been Reduced 
Nearly Two-Thirds in Two Years—One Factor in 
This Has Been the Use of Competition for 
Good Records Among Inspectors 


ONVINCED that careful inspection is an important 
element in improving service, J. J. Connors, car- 
house foreman Nashville Railway & Light Company, has 
devised a simple, effective plan for stimulating compe- 
tition among inspectors. The fundamental idea is to 
convince the inspectors of the importance of their jobs 
and to encourage them to do their best by setting certain 
reasonable standards of performance. This keeps alive 
a desirable and interesting spirit of rivalry to obtain 


RATING OF VARIOUS EMPLOYEES FOR FIRST THREE 
MONTHS OF 1923 ON BASIS OF BOGIES 


SHOWN IN FIG. 1 
Per Cent Rating 
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the best records, the same spirit which impels a man to 
strive for excellence in any line of work or sport. 

In the Nashville carhouse the day work is subdivided 
among a motor inspector, a controller man, two car- 
penters, a motor oiler, four truck workers and a brake- 
man. A general inspector supervises the work. At 
night a small force inspects all parts of the cayr.. 

As a basis for the competition a standard or bogey 
was set for each man or team of two men. This was done 

by studying the records of pull-ins and their causes. 

The standards were set in conference with the inspec- 
tors and were agreed to by them as reasonable. The 
records indicated that ten pull-ins per month due to 
faults in general inspection is entirely creditable, hence 
it was decided that the general inspector would be rated 
as 100 per cent efficient if he had this number or 
less. The corresponding allowances for the other men 
are shown in the accompanying chart, which is a sam- 
ple of those which are posted on the carhouse bulletin 
board and revised from day to day. The pull-ins, of 
course, are only those chargeable to inspection, as it 
would not be fair to rate a man on failures over which 
he has no control. 

Interest centers in the chart reproduced in Fig. 1. 
The graphical record furnishes an excellent check on 
the whole pull-in situation. The ratings of the men for 
three months are shown for comparison in an accom- 


COMPARISON OF CAR CHANGES, 1920 AND 1922 


Number of Number of 

1920 Changes 1922 Changes 
AUTO ae 5 oe ee CR ‘eg ALE E sg em oP 273 
MRGUEUAN Vans tele 5 <\sys'0.0? 953 Pepriaryy oo cia< ev esee 212 
927 March 243 
780 April 255 
625 May 257 
697 June 219 
626 July .. 199 
* August 172 
September *.......... 1,050 meptemper 42h @.ciraele 135 
MCLODER ini owrsaisis as « <e 901 ORLODET oho cesteheonoee, 140 
WNOWeMDOL oss paves sss 741 November. ..ccceces 150 
December's... 502555. 553 Decembere S-2ecs acacia 202 
SRS borers crake cds « 7,853 POLEL So 2 sve necator 2,457 
Average per day... 25.8 Average per day... 6.4 


*No records available for January and August, 1920. 
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Fig. 1—Daily Pull-In Records for May, 1923, Showing Defects 
Chargeable to the Several Carhouse Employees 


panying table. Another bulletin shows a month’s record 
of pull-ins, subdivided into those chargeable to the car- 
house and those chargeable to other departments. 
Listed also are trifling defects which are not charged 
to any department. In fact, many of these latter do 
not involve actually bringing a car into the house. It 
is the custom on this property to send out a man in a 
light motor truck to repair minor defects on cars at 
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Fig. 2—This Chart Indicates How Pull-Ins Are Being Brought 
Under Control in Nashville 
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terminals or other points. Less time is required for 
making thé repair, in many cases, than if cars were 
exchanged by the crew, involving movement to and from 
the carhouse, reading registers, etc. 


INSPECTION CARD 


CAR NO. DATE 19 

Each employe must sign name opposite defect 
remedied by him. 

This card must be turned in to master mechanic 
when inspection is completed. 
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Fig. 3—Inspection Card Used at Nashville (4% x 11 In.) 


Form T-72 100M 7-7-2 | 
NASHVILLE RAILWAY AND LIGHT CO. 
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NASHVILLE RAILWAY AND LIGHT CO. 


CAR TAG No. 
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Fig. 4—Car Tags Used in Connection with Inspection Work 


Fig. 2 is a chart of monthly averages of pull-ins cov- 
ering several years, which illustrates the remarkable 
way in which the pull-ins have been brought under 
control. Constantly before the men, it furnishes an 
extra stimulus to endeavor. It is reproduced here prin- 
cipally to show the results of systematic attention to 
inspection and light overhaul. In a report recently 
prepared by H. A. Davis, superintendent of railway, the 
statement was made that in 1922 the total number of 
car changes was 2,457, or 6.4 per day. He compared this 
with the record for only ten months of 1920, which 
was a total of 7,853 car changes, or 25.8 per day. The 
detailed comparison is given in the accompanying table. 

On this property the cars are inspected on a mileage 
basis, the older cars being inspected every 600 miles, 
later cars every 800 miles and the most up-to-date cars 
every 1,000 miles. Figs. 3 and 4 show forms used regu- 
larly in connection with the inspection work. 


Treated Lignite Has Qualities 
of Anthracite 


ONSTRUCTION of an oven that turns lignite into a 

substance with similar heating properties to anthra- 
cite coal has resulted from experiments conducted by 
the Bureau of Mines. As~a result of the discovery 
lignite char should be available in the Northwest in 
hard-coal famines that may occur in the future. 

Of the nation’s coal resources, it is estimated that 
nearly one-third is lignite. Of this the greater part is 
in North and South Dakota and Montana, a territory 
with a rigorous winter climate, and which annually im- 
ports large tonnages of anthracite and bituminous coal 
with an average railway haul of 1,000 miles. Lignite 
takes fire quickly from spontaneous combustion, so that 
its safe storage in even small quantities is exceedingly 
difficult. It does not “coke,” in the sense that bitu- 
minous coal cokes, but rather crumbles when being 
carbonized or when thrown into the fire, and this gives 
rise to difficulties in firing and substantial loss, as 
unburned fuel, through the grate bars. 

As a result of the experimental work of the Bureau 
of Mines, a carbonizing oven, which has every indica- 
tion of being a practical, commercial oven, was designed, 
constructed, and operated. Quantities of the oven’s 
product, known as lignite char, were later tested and 
found to possess heating properties very similar to 
those of anthracite coal. Experiments have been con- 
ducted also looking toward the development of suitable 
grates for the utilization of lignite char. 


CARHOUSE PULL-IN REPORT FOR MAY, 1923, NASHVILLE RAILWAY & LIGHT COMPANY 
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Door Lock for Side-Entrance Cars 


Hudson & Manhattan Railroad, After Trial Use on Twenty-five Cars, Is Installing on All Doors 
Air-Operated Locks of a New Type Together with Indicators Which Show 
the Door Positions by Means of Colored Lights 


entrance car are automatically locked in the closed 

position while the car is in motion, but can be 
released for opening when the car reaches a station, has 
been worked out for the cars of the Hudson & Manhattan 
Railroad. In fact, it has been in use on twenty-five cars 
of that system for about a year, with such satisfactory 
results that all of the cars are being equipped with the 
system. Signal lights at the end of each car show to the 
train guard whether the doors which he controls are 
closed and locked or not, a red light indicating that they 
are not locked, and a green light that they are locked. 
At the same time a light signal in the motorman’s cab 
shows the motorman when all train doors are locked, and, 
in consequence, whether he can proceed or not. The 
device is used in connection with pneumatic door-operat- 
ing mechanisms of the National Pneumatic Company, 
with which the doors of the Hudson & Manhattan are 
‘equipped, and the new door lock will be placed on the 
market by the National Pneumatic Company. 

-To understand the operation of the system it should 
be understood that on the Hudson & Manhattan Railroad 
there is a train guard between each pair of cars. The 
trainman between the last two.cars of a train operates 
the end-side doors adjacent to his position and the 
center-side doors of the rear and next to the rear cars. 
All other trainmen operate the end-side doors adjacent 
to their position and the side-center door of the forward 
car to their position. On each side of the vestibule at 
each end of each car are two electric switches which con- 
trol the valves of the door engines on the side of the car 
on which they are located. The upper switch operates 
the end-side door and the lower switch the center-side 
door, although by multiple-circuit arrangement the 
center-side door is so connected up that that door can be 

opened from either end of the car, depending upon the 
direction the car is traveling and which trainman is to 
operate it. 


\ DEVICE by which the doors of a center- and end- 


SIGNALS SHOW POSITION oF DooR LOCK TO 
TRAIN GUARD 


The new door lock is operated by a pneumatic push 
button, whose position is adjoining the electric door 
switch, as shown in the illustration of the switch box. 
Above the switch box are signal lights indicating to the 
trainman whether the doors under his control are closed 
and locked. They consist of three lights, red, yellow and 
green. Of these, red is used for “open door” and green 
for “locked door’ on all cars in the train except the first 
one, which, for reasons which will be set forth later, uses 
red and yellow as the significant colors. 

A diagram of the air and electric connections of the 
door-operating and lock mechanism on the car is pre- 
sented herewith. In this drawing the standard door 
operating mechanism wiring is shown on the outside and 
the additional connections for the lock and signal mech- 
anism on the inside of the chart. The heavy lines show 
the storage-battery feeds used with the door-operating 
mechanism and the light lines the control lines. 


End of Car Showing Signal Box and Locking Push Button 


An examination of this chart will show that the lock 
push button for the center door can be operated from 
either end of the car. Pressure on the push button ad- 
mits air to the plunger marked in the diagram, “piston 
operating lock.” If one center-door push button is used, 
the other end push button is blocked by a ball check at 
the center door, which, as shown in the:chart, admits air 
from the left-hand push button and not from the right- 
hand one. To release the lock, a push movement is re- 
quired, and to open the door mechanism a pull of the 
switch. This makes it impossible for a person falling or 
pressing against either or both control mechanisms to 
open the door. To close the door, no manipulation of the 
lock push button is necessary, the lock automatically 
snapping into place as the door takes the closed position. 
This gives unhampered control to the trainman through 
the mechanism operating switch shown for quick control 
of the door, that is to say, it may be reversed to prevent 
the door striking passengers rushing through the en- 
trance when the door is closing. 

To follow the action from this point, it is necessary to 
refer now to the door lock actuated by the piston oper- 
ating lock, when the pneumatic push button is operated. 
This is shown in the smaller drawing on page 449. It 
consists essentially of a hinged catch, with a roller on 
the end, as shown as 1, which normally holds the door 
closed. 

When air is admitted to the cylinder 2 the piston 


448 ELECTRIC 


p= === == BSS 


FP hipace. 
seit 


unit) 


Liili;iisidedlig 


RO 


< NJ 
N: 
SV y, 
VN 


_ BZ 


\ 


NECN EN 
\. ? SectionAA 


‘\ 
> Paw 
7 


SectionBB 


Horizontal and Vertical Sections of Drawbar Switch 


raises the locking lever 3, which permits the catch to be 
pushed back by the opening door. When the door is 
closed by the door-control switch, the catch automatically 
slips behind it, holding it fast. 

To operate the signal lights and so inform the train- 
man whether the doors controlled by him are locked or 
not, the locking lever 3 carries at its outer end a Bakelite 
contact-making device. By this device, when the lever 
is at its upper position or when the door catch is out, the 
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contact for the green light is made, and when the lever 
is at its lower position, corresponding to an open door, 


. the contact for the red light is made. 


DIFFERENT ARRANGEMENT IS USED FOR FIRST CAR 


The system as described is for all cars except the front 
car of the train. Here a distinctively different arrange- 
ment is desirable because the front right-hand door of 
the front car forms part of the motorman’s cab and 
often has to be opened part way or entirely for the 
convenience of the motorman. Hence, by means of the 
drum switch shown, this door can be cut out of the cir- 
cuit, but when it is so cut out, the yellow lamp train- 
man’s signal circuit is cut in instead of the green. In 
this way, the trainmen are obliged to distinguish as 
regards signals from the first car of the train and the 
other cars, and the instructions are that all trainmen are 
to proceed only on green signal except the conductor on 
the forward car, who shall proceed on yellow signal only. 


SIGNALS TO MOTORMAN 


In addition to the signal lights described, another in- 
dependent circuit indicates to the motorman when all 
doors in the train are locked. Electric marker lights at 
each end of the train are cut in or out by the drawbar 
switch, shown in the wiring diagram. This drawbar 
switch is located on top of the drawbar and has a pro- 
jecting pivoted arm so arranged that the switch cannot 
be closed when the drawbar to which it is attached is 
coupled. But at each end of the train, where there is an 
uncoupled drawbar condition, the switch will close, 
thereby feeding energy to the electric tail lamps, also 
energy from the rear end of the train through all doors 
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in series connection to the motorman’s cab indication 
circuit. 

This drawbar connection is shown in detail in the 
small drawing on page 448. The pivoted arm making 
the connection has two curved fingers which slide into 
the drawbar pinholes when there are no coupling pins in 
place, but these fingers cannot do so if there is a coup- 
ling pin in the drawbar. The hub of this contact arm 
has a drum switch by which the electrical connections 
are made. 


DRUM SWITCHES AND PLATFORM GUARD SIGNALS 


Reference has been made to the drum switches shown 
in the large diagram, marked in one case “trainman’s 
position” and in the other case ‘“motorman’s position.” 
There is a switch of this kind located at each end of each 
car. All switches in the train are set at trainman’s posi- 
tion except the one adjacent to the motorman’s cab, 
which is set at motorman’s position. 

The entire selection of the trainman’s indication, 
motorman’s cab indication, red markers to the rear end 
and white markers to the forward end of the train is 
through these drum switches, and all circuits are so ar- 
ranged that should either a trainman or motorman fail 
to set his switches in the proper position, no green or 
clear signal indication will be received at his position 
by a trainman or by the motorman in his cab. 

The motorman’s lights, marked WW, consist of two 
lamps in multiple, for safety in case one should burn out, 
and are connected only when the drum switch is in 
“motorman’s position.” These lights burn only when all 
doors of the train are closed and locked. 

In addition to the circuits already described, there is 
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a circuit on each car connecting with what is known as a 
“supervisory light,” shown in the upper center of the 
large diagram. This lamp is on the outside of the car, 
alongside the center door, and lights up only when the 
doors of that car are open. The purpose of this light is 
to enable the platform men easily to determine which 
doors of a train are not closed, when it is time for a 
train to start. They can then see which trainman is hav- 
ing difficulty in getting his doors closed, either because 
of the door sticking, slowly-moving passengers or other 
If necessary, he can then hasten to that point 
to correct the trouble. 


MECHANICAL DATA 


The case housing the vestibule signals, the door switch 
and the door lock switch measures 22 in. high by 6 in. 
wide by 7 in. deep; that is to say, it is but slightly 
larger than the former case holding the door switch 
only. The lights and sockets throughout are standard 
automobile equipment, so that no special equipment is 
required in these particulars. 


Improvement in Transit Conditions 


Is Urged 


HE Georgia Railway & Power Company is giving 

a good deal of attention in its car card and other 
advertising to traffic problems. Here are the way some 
of the recent posters read: 

“Obey the traffic laws, park right, signal right, drive 
right, walk right and remember the other fellow’s 
rights.” 

“Obey the traffic laws. Be sure you are allowed to 
park and then see that both right-hand wheels are 
against the curb.” 

“You are on the jury. The solution of Atlanta’s 
transportation problem, present and future, is now in 
the hands of a jury consisting of the City Council and 
the public. You are invited to study it impartially and 
reach a verdict solely in the public interest. Let’s 
solve Atlanta’s transportation problem now.” 
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How “Safety Sam” Reduced 
Accidents 


Union Traction Company of Indiana Has Original 
Plan for Conducting Safety Work—Not a Fatal 
Accident to a Passenger in Over Four Years 


AFETY activities on the Union Traction Company 
of Indiana center in the office of the safety engi- 
neer, Ross E. Luellen. For publicity purposes he is 
known locally as “Safety Sam,” impersonating a good- 
natured traffic officer with a vein of homely humor and 
a desire to reduce accidents. Safety Sam supplies 


}|Ca..y opens. equipment will be in the| tuted Qu-ugz 


to deal with the public in the safety work, he has 
certain responsibilities in assisting the department 
heads in their safety work with the employees. He also 
organizes all general activities of a safety character. 
One of these is a semi-annual banquet tendered by the 
company to all members of the safety committee. These 
banquets are regularly attended by high state officials 
and other public men who appreciate the opportunity 
thus to come in touch with representative electric rail- 
way employees. 

The safety committees date back to 1912, when one 
was appointed at each of the five interurban terminals, 
and a general safety board, consisting of the heads of 
departments, was formed. These committees handled 
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bein’ wakened an’ revived by heart in- 


It’s funny these life insurance companies 
tions for us t’ answer when we go t’ let th’ doctor give us th’ once over, which 
they seem t’ think is necessary b’fore they’ll let us take another million ¢ 


Safety Sam’s Sermonette 


don’t get up some new ques- 


I leave it t’ you if th’ question blanks they been usin’ for 
th’ past twenty years ain’t gettin’ kinda stale an’ outa date! 
Seems like they hang t’ th’ assumption that people still die 
natural deaths, whereas th’ fact is, instead 0’ dying of hard- 
ening of th’ heart, leakage o’ th’ mental processes, swellin’ 
o’ th’ dome or some such old fogy trouble, it’s got so it’s con- 
sidered quite th’ thing t’ go bustin’ through th’ golden gates 
by reason o’ something sudden ‘an’ unexpected, like a hog 


runnin’ out—into th’ road at midnight, or somebody givin’ 


back a five-spot we’d lost all hopes of ever gettin’. 

Why don’t they ask questions like, say, “Do 
when you jaywalk?” or, “Do you gossip while drivin’?” or mebbe, 
expect your life insurance t’ pay for your car?’—an’ so on, instead -of a lott: 
quizzin’ about things hardly anybody ever hears of any more, let alone dies 


you take your mind along 
“Do yoi 


However, mebbe th’ theory they go on is that if a feller’s constitution’s 
strong enough t’ stand th’ doc’s third degree, he’s purty apt t’ live out a nat- 
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copyrighted material to sixteen newspapers published 
in localities on the I.U.T. system, and also to other 
papers in different parts of the country. This material, 
supplied weekly, comprises a weekly sermonette and a 
“Safety Sam Says” item for each weekday. A cut of 
Safety Sam is used to attract attention of the reader. 

This plan has been in use for a considerable time, 
and the general familiarity of the I.U.T. patrons with 
the traffic officer and his sayings furnishes a back- 
ground for talks which the safety engineer delivers on 
request before local Kiwanis and Rotary Clubs, schools 
and other civic organizations. In such talks, which are 
of a semi-humorous nature, the safety message is 
delivered in such form that the local papers publish 
reports in considerable detail. A daily circulation of 
100,000 or more thus is secured for the messages of 
Safety Sam in the territory of the I.U.T. without cost 
for newspaper space. 

In addition to the Safety Sam activities, the safety 
idea is promulgated by means of posters, blotters, 
advertisements in the company’s time-tables, and a 
monthly publication, the Union Traction Safety 
Magazine. 

The magazine, which is edited by the safety engineer, 
is now in its ninth volume. It is a medium of exchange 
for information about employees, and of course keeps 
them posted on accident records. These are summarized 
monthly, the data for the five interurbans and the four 
city terminals being segregated. Car-miles, number 
of accidents and car-miles per accident for the current 
and preceding months are tabulated. 

While the field of the safety engineer primarily is 


A Popular Way Used for Presenting a “‘Safety Sam” Saying. 


Occasional Sermonettes 
Reinforce the Sayings 


all safety work until 1920, when Mr. Luellen, formerly 
a claim agent of the company, was appointed safety 
engineer. Under his leadership the safety committees 
- were continued, but the administration of the work was 
put in the hands of one man appointed safety agent at 
each terminal, whose-duties are to receive suggestions 
from committee members and see that they receive 
appropriate attention. 

The safety engineer acts as secretary of the gen- 
eral safety board, which meets. monthly to consider 
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plans for furthering safety on the property. He also 
works directly with individual employees who give sug- 
gestions, and discusses safety with groups of employees, 
emphasizing the value of carefulness, thoughtfulness 
and foresight in doing their work. 

New men, after having been tried out as students 
and passing the usual tests for employment, undergo 
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a written examination in the claims department as to 
what they would do if accidents of various types should 
occur. Following this, the new men have a conference 
in a group with the claim agent, who explains mistakes 
in the answers given, and gives a general talk on acci- 
dent prevention methods. The safety engineer then 
gives a talk also intended to foster sane thinking on 
accident prevention. 


ACCIDENTS HAVE BEEN REDUCED MATERIALLY 


One result of the consistent safety program is that 
during the past four years and three months not one 
of the 70,000,000 passengers has been killed. The 
accident records have been growing better consistently. 
The best division record for the current year is that of 
interurban crews of the Muncie terminal, who had, 
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during one recent month, but three accidents in 132,000 
miles of operation, corresponding to 44,000 miles per 
accident. This 
streets in Muncie are narrow and congested. 

Automobile accidents are decreasing comparatively, 
as is shown by an accompanying chart. While the car- 
miles operated have not fluctuated greatly in the past 
nine years, the accidents per 1,000 automobiles regis- 
tered in Indiana had been reduced by 1922 to less than 
half what they were in 1914. 

The real test is in the cost of accidents. The graph 
shows the per cent of gross earnings charged to the 
legal and claims department, settlements and damages. 
It has gone down from 5.3 per cent of gross in 1912 
to 2.5 per cent for the first half of the current year. 

The company’s proficiency in accident prevention was 
recognized in 1916 by the award to it of the Anthony 
N. Brady medal.* Since the award of the medal, the 


*See issues of this paper for Jan. 22, 1916, page 169; Feb. 5, 


page 273, and Feb. 12, page 315. 
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is the more noteworthy since the 
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safety work has been pushed aggressively, although it 
has been somewhat simplified from the original plan 
and has been developed in those directions found most 
effective. As H. A. Nicholl, general manager of the 
company, puts it, a “working plan without frills” has 
been evolved. 


Graphs from Australia 


HROUGH the courtesy of E. J. Doran, traffic man- 

ager New South Wales Government Tramways, 
some recent statistics in graphical form of the tram- 
ways, city and suburban electric lines are available for 
publication. They may be considered as supplementary 
to the article on the Sydney City System, published in 
the issue of this paper for Jan. 13, 1923. 

The first diagram shows the passengers carried 
each year over all tramway lines (steam and electric) 
from 1900 to 1922. The light line indicates the car 
mileage during that period, and the solid area the num- 
ber of passengers. . 

The second shows the load curve for all lines on a 
average week day, the light area indicating the pas- 
sengers (in thousands), and the black line the number 
of seats during the two peak hours of from 8 to 9 a.m. 
and from 5 to6 p.m. It will be seen the seats are more 
numerous than the passengers during the morning rush 
hour, but there is a slight excess of passengers over 
seats during the evening rush hour. 

The third chart shows the length of track (all lines) 
measured as route-miles open for traffic, from 1900 to 
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1922. As will be noticed the line starts at 714 miles in 
1900 and finishes at 2294 miles in 1922. The dotted. 
line was drawn to indicate the rate of progress at the 
beginning of the war. If this rate had continued since 
1914 as for the previous ten-year period, the route- 
miles would have been 275. The next chart shows 
similar figures for number of cars owned. The cars in 
1922 numbered 1,622, whereas if the pre-war rate 
had been continued, the number would have been in- 
creased to 2,500. 

In all of these charts showing growth since 1900 the 
effect of the war in stunting the development of the 
system is quite marked. 
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Weekly Pass Successful in 
Fort Wayne 


The Average Fare Has Been Reduced While the Gross 
Earnings Have Increased—Sales of Weekly Pass 
Represent 29 per Cent of Passenger Revenue 


HE weekly pass, which was inaugurated on March 

5, 1922, on the Fort Wayne city lines of the Indiana 
Service Corporation, has proved so successful in the 
eighteen months that it has been in operation that the 
company states that advertising to promote its sale has 
been stopped. With a cash fare of 7 cents, tokens four 
for 25 cents and the weekly pass for $1, 49 per cent of 


Latest Type City Car in Fort Wayne 


the revenue is derived from the sale of the tokens, 29 
per cent is from the sale of passes, and 16 per cent 
from cash fares. Demand for the pass has been greater 


than was anticipated at first, mainly because it is used ° 


to great advantage by people in going to and from 
home for the noon lunch period. 

The weekly earnings in Fort Wayne for the first week 
in February, 1923, were $3,816.72 greater than for the 


EARNINGS BY WEEKS—FORT WAYNE CITY LINE 


1922 1923 

Week Gross Week Gross Passes 
Ending Receipts Ending Receipts Increases Sold 
Jan. 8 $18,302.66 dang 0 7 $21,819.55 $3,516.85 5,705 
Jan. 15 18,887.67 Jan. 14 23,293.92 1405.65 6,806 
Jan.) 22 19,640. 82 Jan. 21 22,660.74 3,019.92 7,003 
Jan. 29 20,764.32 Jan. 28 22,674.00 1,909. 68 6,790 
Feb. 5 19,085.27 Feb. 4 22,125.78 3,040.51 6,929 
Feb. 12 18,841.15 Feb. 11 22,901.99 4,060.84 7,207 
Feb. 19 19,240. 87 Feb. 18 23,446.21 4,205.34 7,161 
Feb. 26 19,353.18 Feb. 25 22,781.64 3,428.46 7,542 
Mar. 5 18,902.49 Mar. 4 23,194.77 4,292.28 7,524 
Mar. 12 18,326.01 Mar. 11 24,017.60 5,691.59 7,307 
Mar. 19 17,875.46 Mar. 18 23,745.91 5,870.45 7,467 
Mar. 26 18,634.96 Mar. 25 23,341.47 4,706.51 7,605 
Apr. 2 18,651.00 Apr. 1 23,261.05 4,610.05 7,399 
Apr. 9 17,269.53 Apr. 8 21,814.15 4,544.62 6,570 
Apr. 16 18,769.20 Apr. 15 22,012.52 3,243.32 6,899 
Apr.- 23 17,459.24 Apr. 22 22,105.07 4,645.83 6,871 
Apr. 30 17,406.62 © Apr. 29 20,974.27 3,567.65 6,526 
May 7 17,026.11 May 6 20,374.74 3,348. 63 6,311 
May 14 17,280.48 May 13 21,422.97 4,142.49 6,263 
May 21 17,265. 63 May 20 20,475.25 3,209.62 6,267 
May 28 17,285.03 May 27 20,455.42 3,170.39 6,178 
June 4 16,906.74 June 3 20,008.47 3101 573. 5,670 
June 11 17,804.84 June 10 20,173.86 2,369.02 5,994 
June 18 17,019. 82 June 17 20,265.99 3,246.17 5,957 
June 25 16,839.76 June 24 19,880.90 3,041.14 5,753 
July 2 16,276. 82 July i 19,541.82 3,265.00 5,817 
July 9 15,563.88 July 8 18,162.12 2,598.24 5,136 
July 16 16,370.77 July 15 19,163.66 2,792.89 5,500 
July 23 15,859.90 July 22 18,703.24 2,843.34 5,534 
July 30 16,217.87 July 29 18,697.61 2,479.74 5,567 
Aug. 6 16,211.66 Aug. 5 18,925.82 2,714.16 yay) 
Aug. 13 1733538311 Aug. 12 18,497.17 1,144.06 5,411 
Aug. 20 16,286.90 Aug. 19 18,777.83 2,490.93 5,466 
Aug. 27 15,973.48 Aug. 26 18,824.48 2,851.00 5,415 
Sept. 3 15,935.70 Sept 3 18,331.91 2,396.21 5,350 


corresponding week of 1922, although on Feb. 1, 1922, 
before the advent of the weekly pass, the average fare 
was 6.31 cents, while on Feb. 1, 1923, the average rate 
of fare had dropped to 5.87 cents. An increase in 
revenue passengers for a representative week in April, 
1923, over the corresponding week in 1922 was 25 per 
cent, while the increase in passes sold during this period 
amounted to 92 per cent. This was accomplished with 
only 10 per cent greater car mileage. 

More than 7,000 passes have been sold in a single week. 
By means of counters on the cars, it has been found 
that each pass is used on an average of twenty-five 
times a week. Fare collection is made with the aid of 
the Cleveland fare box. No register is used in the car 
either for recording tokens, cash fare, passes, or trans- 
fers received by the operator. The management feels 
that the use of a register and the subsequent recording 
and accounting of such data would be merely a waste 
of time. The number of revenue passengers is calcu- 
lated from the cash and token receipts for the week. 
An analysis of these figures discloses that the decrease 
in cash and token passengers due to the pass for one 
year averaged 15 per cent, although the weekly revenue 
increased during this period on an average of 21 
per cent. ; 

Actual earnings for the thirty-five weeks of 1923 
compared with a corresponding period in 1922 are 
shown in the accompanying table. The company oper- 
ates about 60,000 car-miles a week, and as a result of 
the frequent service and low fare there has been no 
bus competition in Fort Wayne. 


New Single-Phase Motor Car for 
Maritime Alps 


N A RECENT issue of L’Industrie des Tramways, 

Chemins de Fer et Tronsports Publics Automobiles, 
Jacques Schopser, head of the rolling stock department 
of the tramway company of Nice and the Littoral. 
describes a type of single-phase motor car which will 
be used on the departmental tramway line taken over 
by the Compagnie des Chemins de Fer du Sud. 

This car takes single-phase power at 6,600 volts, 25 
cycles, from the overhead contact line, and the pressure 
is stepped down by means of a transformer to from 
165 to 865 volts for the motors, 86 volts for the com- 
pressors and 110 volts for lighting and heating. 

The weight of the car empty is 284 tons, and it is 
equipped with four motors rated at 75 hp. each on the 
one-hour basis when supplied with 330 volts. Under 
these conditions the motor draws 230 amp. and makes 
800 r.p.m. It is geared to the axles at a ratio of 113: 18, 
or 6.28. The motors are of the series-compensating 
type, with six poles. Resistance leads are used in the 
armature winding. 

Air for the motors is drawn from above the platform 
through gratings and flexible or accordeon conduits 
which provide for displacement of the trucks with 
respect to the body. The air leaves the motors through 
screened orifices in the ends. 

The controller makes connections with the trans- 
former taps, without contactors, and it is provided 
with a magnetic blowout. The car is equipped with 
Westinghouse air brakes, hand brakes and electromag- 
netic emergency brakes. The last-named are fed by a 
storage battery which has a capacity of 100 amp. for 
fifteen minutes at 12 volts. A small motor-generator 
set is provided to recharge the battery. 
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Six of these cars have now been in use more than a 
year with entire satisfaction. One of them can mount 
a grade of 6 per cent with 55 tons trailing load. 


INS 


The Readers’ Forum 


Car Design that Appeals to the Rider 


STATE OF NEW JERSEY 
BOARD OF PUBLIC UTILITY COMMISSIONERS 
NEWARK, Sept. 11, 1923. 
To the Editors: 

I have read with much interest the article on ‘“Operat- 
ing Results of Automatic Door Safety Cars” which 
appeared in the ELECTRIC RAILWAY JOURNAL, issue of 
Aug. 25, 1923. It was with equal interest that I read 
your editorial comment on this subject in the issue of 
Sept. 8, 19238. 

When the one-man safety car first made its appear- 
ance, to me at least, an obvious objection to its design 
was the provision of but a single door for entrance and 
exit, with the resulting loss of time and not a little 
inconvenience to passengers, particularly at points of 
heavy interchange, and more especially during inclement 
weather. A subsequent careful study and observation 
of the operation of these cars and of many other types 
of one-man cars, both large and small, safety and other- 
wise, but all equipped with single doors, has demon- 
strated this fact to my satisfaction. 

The adoption of the double door for one-man (not 
safety) cars by certain well-known properties was a 
step in the right direction, and when the Chicago Sur- 
face Lines announced about two years ago the develop- 
ment of a car equipped with double doors, the exit door 


being automatically operated, it seemed that an obstacle 
to successful one-man car operation had been overcome. 
The subsequent construction and operation of a number 
of these cars appears to have resulted in demonstrating 
their great superiority over the older types, at least in 
the matter of rapidity of passenger interchange, and has 
thus advanced the one-man car much nearer the point 
of development where it may be used efficiently for mass 
transportation. 

The psychology of this improvement is, to the mind 
of the writer, quite as great a point as the actually 
decreased time of passenger interchange. The annoying 
delay of intending passengers waiting for alighting pas- 
sengers to leave the car has been entirely eliminated. 
This is something that the patron sees, experiences 
and consequently appreciates. 

It appears to the writer that, particularly in these 
days of competition in the transportation field, it be- 
hooves the street railway industry as a whole to awake 
to the fact that if competition is to be met successfully, 
and if public favor, the greatest asset any public utility 
can have, is to be gained and retained, a greater study 
of and consideration for the needs, comfort and con- 
venience of the traveling public must be undertaken. 

The particular improvement referred to in this letter 
perhaps cannot, for financial or other reasons, be 
adopted by all, or perhaps not even by many companies, 
except probably in the case of purchasing new equip- 
ment, but the principle of catering as far as possible 
and practicable to the public interest and welfare and in 
a way that the public can see and appreciate can be 
carried out in many and frequently comparatively inex- 
pensive ways which will tend to cause the public to “pat 
the industry on the back.” This, in my judgment, is 
what the electric railway industry is most in need of 
today. H. C. Eppy, Street Railway Engineer. 


HESE new ears for the San 
Francisco-Oakland Terminal Rail- 
ways may be operated either as one- 


Multiple-Unit Train for Key System 


the cars are coupled together the two 
air lines are connected, the control cir- 


accomplished by a new type of Tom- 
linson coupler. The cars are equipped 
with dead-man controllers and door 


man single units or in two-car trains. 
The cars are said to be the first to be 
equipped with heavy bus line contacts 
in the face of the car couplers. When 


cuit connections are made and the bus 
lines carrying power from the trolley 
on the forward car to the motors on the 
rear car are connected all upon one 


impact of the two drawheads. This is 


interlocking devices. Low step height 
is one of the features. The addition of 
fifty-five cars of this type will greatly 
aid in carrying the peak loads. 
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Organizing a Public Relations Department’ 


By ARTHUR V, BLAND 
Director of Public Relations+ 


RIOR to the organization of the 

public relations department of the 
associated Indiana, Columbus & Hast- 
ern Traction Company, the Columbus, 
Newark & Zanesville Electric Railway 
Company and the Lima-Toledo Railroad 
there was no systematized effort made 
along the lines of publicity or the mold- 
ing of public opinion. Some idea of 
the limited scope of the advertising 
program can be gained by the realiza- 
tion that the total advertising budget in 
1921 was but $3,550, of which nearly 50 
per cent was spent for time folders and 
half of the remainder represented news- 
paper exchange advertising contracts. 

The new department did not inherit 
anything in the way of a hostile atti- 
tude either on the part of the press or 
the public, hence there was no major 
problem in the shape of'adverse senti- 
ment to overcome. The attitude of the 
general public can best be described as 
negative, and the traction lines were 
treated for the most part with disdain- 
ful indifference. 

The principal problem facing the de- 
partment resolved itself into a matter 
of reawakening public interest in the 
tractions and an endeavor to create a 
more extensive market for the only 
product which we had to sell—trans- 
portation. I shall endeavor to present 
a broad general picture of the more 
notable accomplishments. 

About the first move toward estab- 
lishing better relations with the travel- 
ing public was the removal of all 
“don’t” signs from the passenger cars 
and stations, such as “Don’t Put Your 
Feet on the Seats,” “Don’t Spit on the 
Floor,” “Don’t Smoke.” The absence 
of these signs and others of similar 
purport have been the subject of favor- 
able comment, and as far as the deport- 
ment of our passengers goes we have 
found little to complain of as the result 
of the removal of the admonitory 
legends. The next move along this gen- 
eral line was the removal of the num- 
bers from the trainmen’s caps and uni- 
forms and the substitution of metal 
strips bearing the crews’ names, which 
are placed in holders prominently dis- 
played on the interior bulkheads of the 
cars. Later, individual business cards 
were provided for the trainmen, cards 


*Abstract of a paper presented at the 
meeting of the Central Electric Railway 
Traffic Association at Webster Lake, Ind., 
Sept. 14, 1923. 

7Mr. Bland is director of public relations 
of the Indiana, Columbus & Eastern Trac- 
tion Company, the Columbus, Newark & 
Zanesville Electric Railway Company, the 
Lima-Toledo Railroad Company, the Day- 
ton & Columbus Transportation Company, 
and the Columbus & Zanesville Transporta- 
tion Company. 


which carried the conductor’s name to- 
gether with a friendly message on one 
side and an abridged time card of the 
line on the other. These cards were 
supplied at the trainmen’s request. 
This idea has recently been carried a 
step further by providing similar cards 
for station agents in the larger cities. 

An effective stroke of publicity was 
the placing of messages stressing the 
necessity of a more equitable distribu- 
tion of highway costs, printed in foot- 
high letters along the sides of a number 
of the interurban passenger cars. These 
messages are believed to have exercised 
a potent influence in shaping the opinion 
of a considerable number of the rural 
residents in the direction of providing 
a more adequate tax upon these preda- 
tory users of the highways. Among the 
texts carried in this manner were: “Are 
the Highways. Paid for by Those Who 
Use Them?” “Highway Travel Cost In- 
cludes Road Upkeep. Who Pays It?” 
“Do Private Automobile Taxes Help 
Passenger Buses ?” and “Traction Travel 
3 Cents per Mile—Highway Travel—?”’ 

Prior to the last meeting of the State 
General Assembly the department or- 
ganized a highway research bureau and 
assembled a mass of information bear- 
ing upon motor transportation, road 
costs, highway traffic rules and related 
subjects, all of which proved valuable 
during the ensuing widespread discus- 
sion of these subjects. After the prac- 
tical failure of the department efforts 
to secure local and municipal regulation 
of buses, its activities were directed 
toward securing adequate state regula- 
tion. The State Legislature passed a 
motor bus regulatory law effective July 
27 last. 

Articles of general interest are 
mimeographed and sent out to all the 
leading publications in the territory. 
Articles of interest to the public utility 
industry as a whole are also, upon oc- 
casion, disseminated in this manner. 

Newspaper reporters are encouraged 
to call upon the local public relations 
agents, who are authorized to give out 
at first hand any items of interest 
which, in the minds of the reporters, 
may constitute “news.” The only in- 
structions issued to our employees 
about giving news to the press is that 
they give full and complete informa- 
tion. The value of this personal con- 
tact with the reporters was demon- 
strated this summer by the manner in 
which Tecumseh Park, a picnic resort 
operated by the company, located be- 
tween Springfield and Dayton, was pop- 
ularized by the newspapers “playing 
up” the various picnics and outings 


which took place. A favorable impres- 
sion was likewise created and much pub- 
licity secured by mailing to the society 
editors of certain papers lists of pas- 
sengers booked over the company’s lines 
for the regular weekly excursions to 
Niagara Falls. 

Taking advantage of the space at our 
disposal on the interior bulkheads of 
the cars, cards are displayed from week 
to week setting forth messages which 
we are seeking particularly to drive 
home to the public. On occasion these 
cards have appeared in series, such as 
the “How Come” series, the “Why” 
series and in the Zanesville City cars a 
series of Biblical quotations. The mes- 
sages carried in these cards cover a 
wide range, extending all the way from 
seasonal greetings to safety slogans. 
The type used on the cards and arrange- 
ment are frequently changed. 

The company’s time folders are re- 
vamped from time to time and a par- 
ticular effort has been made to secure 
for them wide distribution by means of 
metal racks placed in each of the pas- 
senger cars, in all stations, and in the 
Yellow taxicabs of the principal cities 
along the line. 

Dates and appointments have been ar- 
ranged so that. the general manager 
could appear before commercial organ- 
izations, granges and meetings where 
the company’s story could be told to 
good advantage. 

The newspaper advertising, previ- 
ously handled by the traffic department, 
was taken over July 1 along with the 
functions of the general passenger de- 
partment. Steps were immediately 
taken to revamp all of the advertising 
copy. We have now adopted a stand- 
ard space of three inches, set double 
column. No ad runs in more than two 
or three issues in any one paper. 
Among the subjects covered are time- 
table information, value of the traction 
to the community, superiority of the 
traction service from the standpoint of 
convenience, frequency and_ safety, 
rates, points of interest along the lines, 
and special events. 

A much closer contact is maintained 
with the advertising managers, man- 
agers and editors of the various papers 
through correspondence and personal 
calls than had hitherto been the case. 
An attractive set-up of some particular 
advertising copy is made the occasion 
of a letter of commendation, and a par- 
ticularly favorable write-up of any 
event of importance will bring a letter 
of appreciation. 

A form of outdoor publicity which 
has met with popular approval has been 
the placing of illuminated highway 
signs, 5 x 12 ft. in size, at points where 
entrance is made to the larger cities 
along the routes. 
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A radical departure from the estab- 
lished custom was the placing of all 
passenger activities formerly under the 
traffic department under the department 
of public relations. This included all 
matters connected with the passenger 
solicitation, publicity, advertising and 
the supervision of all agents and bag- 
gagemen who were, coincidently, taken 
over from the operating department. 

More efficient telephone contact with 
the public has been established by in- 

. stalling a central telephone exchange at 
Springfield, where inquiries, complaints, 
etc., are handled with much better dis- 
patch than was formerly the case. A 
similar plan is being worked out for 
Columbus and Dayton. Some of the 
other things which we have in mind 
are a house organ, a weekly publica- 
tion for general distribution, organiza- 
tion of a safety campaign among 
employees and public, organization of 
a beneficial association among em- 
ployees and general educational work 
‘among agents and trainmen. 

The effect upon the general public of 
the department’s operations thus far is 
difficult to estimate. It is to be ex- 
pected that results will be slow in mak- 
ing themselves manifest. We do know 

' that our efforts have attracted atten- 
tion, that our car cards are being 
read, that the legends carried along the 
sides of the passenger cars have at- 
tracted attention. We do know that 
the attractive, well-kept appearance of 
the company’s motor buses have induced 
patronage and caused favorable com- 
ment. 


C.E.R.A. Traffic Men Hold 

Summer Meeting 

HE Traffic Section of the Central 

Electric Railway Association held 
its annual summer meeting at Webster 
Lake, Sept. 14-15, jointly with the pub- 
licity .committee, of which John S. 
Bleecker, general manager Indiana, 
Columbus & Eastern Traction Company, 
is chairman. About fifty persons were 
present. 
_ The traffic meetings occupied the first 
half of the initial day’s session, and the 
publicity meeting was held the after- 
noon of the same day. The remainder 
of the time was spent in fishing and 
shivering, There was much more shiver- 
ing than fishing done, however, because 
of some early winter weather, a great 
shortage of blankets and no heat. 

The publicity meeting was opened by 
Mr. Bleecker with a report on the work 
of the state committee on public utility 
information in the C. E. R. A. territory. 
He pointed out that Indiana was the 
banner state in supporting its commit- 
tee, all but two Indiana companies co- 
operating. About half of the Ohio com- 
panies are helping. 

More than half a dozen persons, in- 
cluding John C. Mellett, Arthur V. 
Bland, C. L. Van Auken, substituting 
for E. F. Kelley, Samuel Riddle, J. W. 
McCloy, G. L. Graffan and Labert St. 
Clair, either spoke or read papers. 

Mr. Bland’s paper, in which he told 
about the work that is being done under 
Mr. Bleecker’s direction by the. public 
relations department of the Indiana, 


Columbus & Hastern Traction Company 
and associated companies, was _ illus- 
trated by an effective display of posters 
and advertisements. After Mr. Bland 
had spoken, Mr. McCloy explained the 
display. Mr. Bland’s paper is abstracted 
elsewhere in this issue. 

Explaining that the Advertising Sec- 


tion of the American Electric Railway 
Association not only co-operated very 
closely with all state committees on 
public utility information but rendered 
service to all local companies, Mr. St. 
Clair urged greater use of the associa- 
tion’s advertising and publicity facili- 
ties. 


American Association News 


Special Train Service to 
Atlantic City 


SPECIAL all-steel Pullman train 

will be operated from Chicago to 
Atlantic City over the Pennsylvania 
Railroad, for those attending the 
A.E.R.A. convention. This train will 
be an exact counterpart of the Broad- 
way Limited, and assurances have been 
received from the Pennsylvania Rail- 
road that everything possible will be 
done to make the trip pleasant and com- 
fortable. 

The train will leave Chicago on Sat- 
urday, Oct. 6, at 1 p.m., Central time; 
Fort Wayne, 3:58 p.m.; Lima, 5:12 
p.m.; Crestline, 6:43 p.m.; Mansfield, 
8 p.m.; Alliance, 10:08 p.m., and Pitts- 
burgh on Sunday, Oct. 7, at 12:09 a.m. 
It will arrive at Atlantic City at 10 a.m. 

Delegates from Toledo, Detroit and 
vicinity can connect with the Chicago 
special at Mansfield or Pittsburgh, by 
taking the regular Pennsylvania Rail- 
road train leaving Detroit on Saturday, 
Oct. 6, at 1:20 p.m., Eastern time; 
Toledo, 3:15 p.m.; Mansfield, 5:50 p.m., 
and arriving at Pittsburgh at 10:15 p.m. 

Delegates from Cleveland can con- 
nect with the special at Alliance or 
Pittsburgh, by taking the Pennsylvania 
train leaving Cleveland on Saturday, 
Oct. 6, at 6:05 p.m.; Alliance, 7:33 
p.m., Eastern time, and arriving in 
Pittsburgh at 9:35 pm. Those from 
Akron, Youngstown and vicinity can 
connect with the special by taking the 
regular Pennsylvania train leaving 
Akron on Saturday, Oct. 6, at 5:45 
p.m., Eastern time; Youngstown, 7:27 
p-m., and arriving in Pittsburgh at 
9:25 p.m. 

‘The diagrams of the Pullman cars, 
on the Chicago special, will be kept at 
the office of H. J. Kenfield, chairman 
of the transportation committee, 431 
South Dearborn Street, Chicago. Rail- 
road tickets, however, must be secured 
from the regular ticket agents. The 
committee requests that applications for 
space on the special be made as early 
as possible, so that the railroad may 
know at the earliest possible moment 
what equipment will 'be required for 
the train. 

Transportation from the Pacific Coast 
is in the hands of W. V. Hill, manager 
California Electric Railway Associa- 
tion, 58 Sutter Street, San Francisco. 
Two through Pullman cars will be run 
from Oakland to Atlantic City. These 
will be attached to the Pacific Limited 
leaving San Francisco on Wednesday, 
Oct. 8, at 6 p.m., and arriving in Chi- 


cago on Saturday, Oct. 6, at 4 p.m. The 
cars will be transferred to the Penn- 
sylvania train, leaving Chicago on Sat- 
urday, Oct. 6, at 8:10 p.m. and arriving 
in Atlantic City on Sunday, Oct. 7, at 
7:40 p.m. 


Additions to the Convention 
Program 


OME additions to the convention 

programs of the American Electric 
Railway Association were announced 
by Secretary Welsh this week. 

Elisha Lee, vice-president Pennsyl- 
vania Railroad, will speak at the session 
on Thursday morning, Oct. 11. His 
address will be on “The Relation of 
Management and Employees.” 

Alexander Forward, member of the 
State Corporation Commission of Vir- 
ginia, has agreed to participate in the 
symposium on Public Utility Commis- 
sion Regulation. This is part of the 
proceedings on Wednesday morning. 

The association expects to publish 
within a few days its final program. 
This will include not only the program 
of the technical sessions and entertain- 
ment but it will contain considerable 
other matter of interest to delegates 
at the convention. 

The association urges all companies 
who expect to be represented at the 
Atlantic City convention to forward 
advance registration cards as soon as 
possible. 


Standards Committee Passes 
on Recommendations 


O* account of the revision of the 
Engineering Manual now under 
way, the Engineering Association com- 
mittee on standards had an unusual 
amount of detail to consider at its 
meeting held in New York City on Sept. 
14. The discussion and votes showed 
a desire to make the Manual as useful 
as possible without unnecessary bulk. 
As the volume will be permanently 
bound it is necessary to have its parts 
revised up to the date of publication. 
The committee considered all recom- 
mendations, which require such consid- 
eration, contained in committee reports 
and prepared a report on them to be 
printed in advance of the convention. 

The meeting was attended by these 
members: C. C. Beck, J. A. Brooks, 
H. A. Johnson, C.° G. Keen, John 
Lindall, H. H. Norris, N. W. Storer 
and N. B. Trist. G. C. Hecker acted 
as secretary. 
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Making Two Pony Axles 
Out of Three Worn Ones 


T IS regular practice on the part 

of the Tennessee Power Company 
(Chattanooga Railway & Light Com- 
pany) to cut the good parts out of 
worn pony axles, joining pieces by 
means of electric welding to produce 
an axie that is practically as good 
as new. 

The abutting ends of the two 
pieces, which are to form the axle, 
are prepared as shown in the accom- 
panying sketch. One end is drilled 
with a hole 2 or # in. in diameter 
and about an inch deep, while a cor- 
responding projection is turned on 


Metal welded ir 


Joint Between Two Pieces of Reclaimed 
Pony Axle 


the other. This provides a dowel con- 
nection which insures centering of 
the pieces with respect, to each other. 

A groove for the welding metal is 
formed by cutting away the abutting 
ends in cone form, and metal is 
gradually built up to and above the 
top of the groove by means of the 
electric arc. 


Broaching Armature 
Bearings 
By O. A. NORENE 


Assistant Master Mechanic Omaha & 
Council Bluffs Street Railway 


N OMAHA we have changed a 

large part of our armature bear- 
ings, which originally were cast 
brass, to cast steel, babbitt lined. At 
first we had some trouble with the 
babbitt working loose in the steel 
shell, but this has now been entirely 
overcome by pressing a steel broach 
through the bearing to expand the 
babbitt, by the use of a Watson- 
Stillman 30-ton hydraulic vertical 
force press, which is shown in the 
accompanying picture. 

The bearings are first rough-bored 


Housings Mounted in Chuck and Boring 
Bar in Position for Boring Bearing 


to approximately 7s in. smaller than 
finished diameter, to determine the 
size of hole to bore to get ‘the 
desired pressure. The broaches are 
designed so that all the operator 


needs to do is caliper tne small end _ 


of the broach and set the cutters on 
the boring bar accordingly. A No. 
17 Davis expansion boring bar is 
used for boring the armature bear- 
ings. 

For the broaching operation the 
rough-bored bearings are placed in 
steel sleeves of ample strength to 
withstand a pressure of from 15 to 
20 tons without distortion. The 
sleeves are designed so that a bear- 
ing which has had the broach pressed 
through it is reversed and the bear- 
ing is pressed out by the next bear- 
ing. This operation is repeated. 


The Broaches Are Forced Through the 
Bearings in This 30-Ton 
Hydraulic Press 


Bearings are next pressed into the 
solid housing at a pressure of from 
3 to 6 tons, depending on the size. 
The broaches are made with a taper 
of from 0.015 in. to 0.018 in. and are 
pressed through bearings at a pres- 
sure of from 8 to 15 tons. We have 
used this process for about two 
years and it has eliminated prac- 
tically all loose bearings in the arma- 
ture housing. For the finishing bore 
to fit the armature shafts the hous- 


Chucks for Mounting the Armature 
Housings 


ings are held in specially designed 
chucks in the lathe and finish-bored 
to fit on the shafts on which they are 
to be used. This method assures the 
bearings being bored in perfect align- 
ment and very little fitting is re- 
quired. 


Applying Creosote to Poles 
by Compressed Air 


HERE poles are defective it is 

the practice of the Pacific 
Power & Light Company to saw them 
off just above the ground line, pull 
out thestub andresetthepole. Before 
resetting, the pole is given a treat- 
ment of creosote, usually applied 
with a brush. The brush method, 
however, does not insure that the 
creosote will reach inside the cracks 
and holes, and to overcome this dis- 
advantage R. J. Smith of the oper- 
ating department has devised a con- 
tainer for holding and applying the 
creosote to poles at the job by com- 
pressed air. 

A piece of 6-in. pipe 4 ft. long is 
fitted with caps at both ends. A 4-in. 
nipple with a valve and a 3-in. hose 
with a small spray nozzle is attached 
to one end. The cap at the other end 
of the pipe has a #-in. pipe opening. 
This is bushed so as to receive a 
valve stem of a type used on auto- 
mobile tires. 

To fill the container the bushing 
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This Portable Container Provides Effective 
Method for Creosoting Poles 


containing the valve stem is screwed 


out and creosote is poured in. The 
bushing is then screwed back into 
place and an ordinary tire pump is 
used to pump up the pressure in 
the pipe. 

This container, together with its 
contents, can then be taken to the job 
and by opening the valve a stream of 
creosote is readily applied to the butt 
of the pole. This method forces the 
creosote to the bottom of all cracks 
and other openings in the pole and 
the time required to cover the butt of 
the pole by this method is consider- 
ably reduced. 


Special Tongs Equalize 
Load Handling Girder Rail 


By CLIFFORD A. ELLIOTT 


Engineering Department Pacific Electric 
Railway, Los Angeles, Cal. 


OME difficulty was experienced in 

handling 7-in. 127-lb. grooved 
_ girder rail with standard rail tongs. 
Due to the shape of the girder rail 
head and upper fishing, the handles 
of standard tongs when applied were 
not parallel to the rail base, which 
resulted in an uneven distribution of 
the load among the track laborers 
carrying the rail. 

In order, therefore, to overcome 
this difficulty a special type of rail 
tongs has been designed by the Pacific 
Electric Railway, as shown in the ac- 
companying illustration. The special 
tongs have one jaw longer and of dif- 
ferent inside radius than the. other, 
so that when applied to the rail head 
the bottom flange will be parallel to 
the handles and thus the load will 
be centralized, and trouble from un- 


Special Rail Tongs for %-In. 
12%-Lb. Girder Rail 
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equal loading is prevented. Experi- 
ence has shown that the use of these 
special tongs results in more efficient 
handling of the rail and considerable 
saving in time. 


Molds for Bending 
Dasher Iron 


HE Nashville Railway & Light 

Company secures a uniform and 
neat job in bending sheet iron for 
bumper covers by the use of curved 
molds, like those illustrated. The 
upper part of the mold is of hard 
wood, the lower part of cast iron, the 
upper piece being shod with flat steel 
to give it the necessary stiffness and 
to minimize wear. 

The two parts of the mold are 
drawn together by means of clamp 
screws, each operated by a perma- 
nently attached handle. The screw is 
held in a fixed relation to the upper 
part of the mold by means of a collar 


be bent over, the part to be thus 
bent is allowed to project beyond the 
mold and is hammered down against 
the block, which is suitably cut away 
to give the desired form. 

The molds rest upon a substantial 
framework, which can be placed near 
a car which is being fitted with a new 
or repaired dasher. 


Unusual Locomotive Built 
at Chattanooga 


HE Chattanooga Railway & 
Light Company is part of the 
Tennessee Power Company, which 
has a large hydraulic power plant at 
Hales Bar. The railway company 


was recently called upon to build an 
electric locomotive of original de- 
sign for use in connection with con- 
struction work at the power plant. 
Among the specifications for this ma- 
chine were that it should have a ca- 


These Clamp Molds Are Used in Nashville for Bending Dasher Sheets 


near its upper end, which plays be- 
tween bent pieces of flat steel screwed 
to the end of the block in the manner 
shown, the clearance between them 
being slightly more than the thick- 
ness of the collar. 

Where the edge of the sheet is to 


fp 


pacious platform for the handling of 
material, that the cab should be 
roomy so that ten workmen could be 
accommodated as passengers and 
that it should have capacity to haul 
three or four loaded freight cars. 


A Combined Locomotive and Work Car 
Built at Chattanooga 
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A photograph of the complete loco- 
motive is not available, but the ac- 
companying illustration is from one 
made recently in the shops at Chat- 
tanooga. It shows the platform 
built up on 12-in. I-beams, the plat- 
form having a width of 9 ft. 2 in. 
The cab is 7 ft. wide and 8 ft. high 
under the eaves. There is sufficient 
space on the floor outside of the cab 
to permit the carrying of a large 


ELECTRIC RAILWAY, JOURNAL 


amount of miscellaneous material and 
long bars, pipes, etc., can be carried 
along the sides. Seats are provided 
in the cab for ten passengers without 
inconveniencing the operators. 

The locomotive is mounted on 
M. C. B. trucks with four 50-hp. 
motors; and air equipment of capac- 
ity ample for braking four freight 
cars is provided. A standard coupler 
is mounted at each end. 
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New Equipment Available 


Improved Type M Control 


O MEET a demand for an effi- 
cient control for light-weight 
cars when the service requires fre- 
quent train operation the General 
Electric Company has designed a new 
light-weight type M control embody- 
ing improvements for this service 
over its standard control. 
The control is of the non-automatic 
type, having the same accelerating 


Contactor for Light Weight Control 


characteristics as the ‘K” control. 
It consists of a master controller 
which carries only small currents in- 
side the car, while the motor control 
apparatus carrying the motor circuit 
current is installed underneath the 
car. This latter is grouped in two 
boxes for easy installation. The 
master controller is provided with 
both dead-man’s handle and emer- 
gency brake feature. 

A small door on the end of the 
contractor box gives easy access to 
the motor cutout. The contractor 
box has been designed to be insu- 
lated from the car body. The line 
breaker is a magnetically operated 
contractor, provided with a strong 
and efficient blowout that will rup- 
ture the overloads encountered in 


service. The arc chute is designed 
to be removed without tools and is 
vented to the atmosphere through an 
opening in the contactor box. 

The contactor has the same type 
of removable arc chute as the line 
breaker. Removing the arc chute 
also removes the pole pieces, making 
the contact parts of the contactor 
and line breaker as accessible for 
repairs as are the contact fingers and 
segments of a drum controller when 
the arc chute is swung open. 

The reverse consists of a solenoid- 
operated drum type switch mounted 
in a small sheet metal box having a 
removable cover. The master con- 
trolled is similar to a “K” controller 
with separate main and reverse 
cylinders. 

The light-weight type M control 
has a capacity to operate trains of 
three cars or less, each car being 
equipped with four 60-hp. 600-volt 
motors or less. 


High Carbon Welding Rods 
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The accompanying table shows a 
typical result of weld deposits when 
made of a steel with 0.42 carbon 
content. 


Automatic Heat Control 


for Solder Pot 


NEW electric solder pot with 

automatic heat control has been 
added to its line of labor-saving de- 
vices by J. D. Wallace & Company, 
Chicago, Ill. The use of this pot 
simplifies the problem of heating | 
babbitt, white metal, wax and other 
materials which are slow conductors 
of heat. 

When solder is overheated, it oxi- 
dizes, and this action results in a 
loss of material. With the new auto- 
matic heat-regulated solder pot when 
the solder has been heated to 600 
deg. F. an automatic control goes 
into action, which maintains the tem- 
perature of the contents of the pot 
and prevents overheating and under- 
heating. i 

This control is an adaptation of 
the principle used in the steam gage. 
A volatile substance, which is very 


NEW metal for welding high ¢ a 


f carbon parts by either the oxy- 
acetylene or electric welding process 
is being placed on the market by the 
Page Steel & Wire Company, Bridge- 
port, Conn. 

The principal application of these 
high carbon welding rods is for the 
building up of worn surfaces where 
a high resistance to abrasive wear is 
desired. In electric arc welding this 
electrode maintains a stable and uni- 
form arc. In gas welding the metal 
flows smoothly. With either process 
the finished weld may be ground, but 
is not readily machinable. 


TEST OF WELD DEPOSIT 


Sclero- 
Carbon scope 
Original! pruaetallimee crs: «12 a%e a 0.42 35 
Two layers of weld metal gave: 
Outer surface of deposit... .0.63 38 
Ata depth of 7; in. from top. 0.56 37 
At a depth of 4 in, from top.0.57 33 
Ata depth of # in. from top.0.46 34 


Solder Pot with Automatic Heat Control 


sensitive to heat, actuates a Bourdon 
tube, which makes and breaks the 
electric current, thus controlling the 
temperature of the contents of the pot. 

The pot will accommodate 15 lb. of 
solder and will heat this amount to 
600 deg. F. in twenty to twenty-five 
minutes. A 900-watt heating ele- 
ment is built around the entire con- 
tainer and heat is applied to all 
parts of the sides and bottom simul- 
taneously. 

When the container is once filled 
and the current turned on, the solder 
pot requires no attention until refill- 
ing is necessary. The pot weighs 
13 lb. and operates on either 110 or 
220 volts alternating current. 
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Side Lights on Toronto 
M. O. Meeting 


Seattle Man Says City Was Outma- 
neuvered in Deal Taking Over 
Local Railway 


There were several interesting side 
lights at the meeting of the Public 
Ownership League of America held in 
Toronto during the week ended Sept. 15. 
Sir Adam Beck, one of the principal 
speakers Monday evening, dwelt at 
length on the question of the amount of 
water being diverted at Chicago by the 
Chicago Sanitary District, to carry Chi- 
cago’s sewage down the drainage canal. 
Sir Adam Beck says that every bit of 
water taken by Chicago to go down the 
drainage canal robs the Ontario hydro 
system of power by reducing the flow 
over Niagara. He called for a united 
movement against allowing Chicago to 
take any more water. 


PROPAGANDA THROUGH SCHOOLS 


Margaret Haley of Chicago, repre- 
' senting an organization of 7,000 school 
teachers in Chicago, said that this 
group of teachers was prepared to move 
directly and actively against all private 
utilities. According to her statement, 
school teachers in Chicago raised 
$15,000 to fight a constitutional amend- 
ment to allow Chicago to own the local 
transit system and conduct it under 
private operation. Miss Haley also 
told how the teachers had used school 
children to secure signatures to peti- 
tions worded, “Do you want 5-cent car 
fares and 50-cent gas?” 
Jenny Buell of Michigan said that the 
- farmers of Michigan are fighting hard 
for public ownership of electric power 
sites. She accused individual utilities 
and the Michigan Bureau of Public 
Utility Information of giving out false 
information with reference to the situa- 
tion in Michigan. 


SEATTLE BLUNDERED 


O. T. Erickson, Seattle, said that 
Seattle had made some very~ stupid 
blunders. The Skagit River project is 
one of them. On this plan $15,000,000 
had already been spent. He said that 
private utility men and engineers had 
handed a juicy “lemon” to Seattle in 
Skagit. Mr. Erickson pointed out some 
mistakes made by private utilities. The 
purchase of the Seattle street railway 
was a blunder in administration. Ac- 
cording to Mr. Erickson the city paid 
more than it should have for a worn out 
system. This in itself showed the 
frailty of public officials. The 5-cent 
fare humbug was set before the people 
and some of them fell for it. In order 
to make the road pay it has been neces- 


sary to raise the fare, but, with the 
higher fare the city is gradually pay- 
ing off the debt and once the system is 
owned outright Mr. Erickson anticipates 
that there will be successful operation 
at a lower fare. All of this, however, 
points to the lack of experience on the 
part of public officials and it shows the 
need for greater ability in handling 
publicly-owned and operated utilities. 

Carl D. Thompson, secretary of the 
League, made a plea for more funds 
and greater support. He pointed out 
that last year he had a budget of $7,000 
to assist communities engaged in con- 
troversies with privately-owned prop- 
erties and that aid was given to 
thirty-two separate communities. He 
said that he was opposed by the re- 
sources of the National Electric Light 
Association, bankers, and other inter- 
esting in preserving the present order 
of property. A voluntary collection was 
made following Mr. Thompson’s report, 
and pledges made indicated he would 
have a slightly larger fund for 1924. 

It was apparent from the tenor of 
the convention that the League will con- 
centrate of super-power. The first 
moves are definitely planned for Wash- 
ington and Oregon, where the League is 
attempting to have state-owned and 
operated super-power systems. 


Saginaw to Start Up Soon 


Active work looking to the resump- 

tion of electric railway service in Sagi- 
naw has started, and although the offi- 
cers decline to say when the city can 
expect the service it is believed that 
cars will be operating by Novy. 1, or 
soon after that date. 
- The $400,000 fund that will be used 
to rehabilitate the property has been 
deposited with the treasurer, and under 
the terms of the franchise Otto Schupp, 
grantee, assigned the contract to the 
Saginaw Transit Company, and also the 
taxes owed by the Saginaw-Bay City 
Railway, amounting to more than 
$50,000, were paid. 

Offices independent of the other city 
utilities have been established and work 
has started in reconditioning the roll- 
ing stock that has stood idle since Aug. 
11, 1921, when railway service ter- 
minated. 

Those who will finance the project 
have elected Charles S. Kressler, Man- 
istee, and Fred J. Fox and Otto Schupp, 
Saginaw, their directors. The three, 
with the nine approved by the Mayor 
and two circuit judges, compose the 
board and have elected Mr. Kressler 
president and general manager, Mr. 
Schupp vice-president and L. F. Swart- 
out secretary. Financing of the prop- 
erty has been approved by the Public 
Utility Commission. 


Bridge Destroyed at 
Springfield 
Quick Action by Massachusetts Road’ 


Saves City from Isolation Just 
Before Exposition 


Five of the seven spans of the North. 
End bridge over the Connecticut River 
at Springfield, Mass., were destroyed on 
Sept. 8 by fire. Within an hour after 
the blaze had been discovered the only 
bridge was thus put out of service over 
which electric railways running to 
Holyoke, Westfield, Hartford via the 
west side and various local points to 
the west could enter or leave the city. 
This created an emergency for the 
Springfield Street Railway that had to 
be met by quick and vigorous action. 

In order to meet the emergency the 
company within a period of ten days 
laid 6,571 ft. of track at a financial out- 
lay of approximately $125,000. The 
large amount of special work involved 
greatly increased the difficulties and 
expense incidental to this quick achieve- 
ment. 

The new Hampden County Memorial. 
Bridge, over which it was intended to 
have electric railway cars pass, had not 
been connected by tracks and wires with 
the local railway system, because of a 
controversy over routes which had only 
lately been settled. All materials had, 
however, been received for the Vernon 
Street tracks and switches that were to 
provide an approach from Main Street 
to the new bridge. Before the flames 
had died down at the old bridge the 
Springfield Street Railway had begun: 
action to set up an emergency service 
that would take care of traffic that 
night and for the next two or three 
days and to rush the Vernon Street con- 
nection to completion in the shortest 
possible time, this being particularly 
enjoined by the fact that the Eastern 
States Exposition, with its great crowds 
of residents and visitors, was due to 
open on Sept. 16. 

Meanwhile, cars for the Hartford 
west side line had been operated over 
the new bridge and by way of the ex- 
position grounds beginning Sept. 9 
three street railway buses were running 
over the bridge in place of one, many 
independent buses also being operated 
over the same route, and a shuttle 
trolley service was put on to make con- 
nections between the bus service and 
the interurban car lines. On the west 
side as on the east the tracks for regu- 
lar car service to the new bridge had 
not been laid. The most that could be 
done immediately was to _ establish 
transit across the bridge from Main 
Street so as to get the emergency 
service in working order before the 
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opening of ‘the exposition on Sept. 16. 
The total loss from the burning of the 
bridge will probably exceed $500,000. 
It is likely that the North End will be 
replaced, but as this may not be accom- 
plished for several years, it will be the 
problem of the local railway to make 
the new bridge and its connecting loops 
do full service. 


Oregon Utilities Organize 
Information Bureau 


Leading public utilities of the state 
have just formed a joint organization 
to be known as the Oregon Public 
Utility Information Bureau. The pur- 
pose is to endeavor to promote among 
the people of the state a closer under- 
standing of the services and problems 
of the public utilities which form such 
an essential factor in the progress and 
development of modern community life. 

Identified with the bureau from the 
start will be seven of the largest pub- 
lic utility companies in the state, with 
a combined invested capital aggregating 
approximately $125,000,000. These com- 
panies now serve about 200,000 cus- 
tomers with light and power, gas and 
heat and provide electric railway trans- 
portation for many communities. Like- 
wise, these companies now have on their 
books between 12,000 and 15,000 local 
stockholders in their home territory, and 
this number is growing each year under 
the operation of what is known as the 
“customer-ownership” plan. 

Nearly 150 of the leading cities and 
towns in the state receive service from 
this group of companies, which includes 
the Portland Railway, Light & Power 
Company, Portland Gas & Coke Com- 
pany, Pacific Power & Light Company, 
Northwestern Electric Company, Moun- 
tain States Power Company, Eastern 
Oregon Light & Power Company and 
the California-Oregon Power Company. 

For several months preliminary nego- 
tiations have been carried on and the 
final organization was completed during 
the week of Sept. 8 with Franklin T. 
Griffith, president Portland Railway, 
Light & Power Company, as chairman. 

This committee has selected as direc- 
tor of the Public Utility Information 
Bureau W. P. Strandborg, for the past 
eight and one-half years in charge of 
the publicity and advertising depart- 
ment of the Portland Railway, Light & 
Power Company. 

The headquarters of the Oregon 
bureau will be Suite 820, Electric Build- 
ing, Portland. 


Special Bulletin Issued by Public 
Utility Information Committee 


A pamphlet, prepared for the use of 
speakers in the celebration of Constitu- 
tion Week in Louisville from Sept. 10 
to 17 was sent out by the Kentucky 
Committee on Public Utility Informa- 
tion as a special bulletin in the belief 
that the material contained therein 
would prove especially interesting to 
all persons interested in utilities and 
their problems. In making the pam- 
phlet a special bulletin, the thought 


occurred to the committee that perhaps 
the editors on its mailing list might 
care to utilize the Louisville celebration 
of Constitution Week as a basis for 
editorials. 


Tri-City Railway Tears Up 
Tracks 


Tracks of the Tri-City Railway, in 
the town of Rockingham, extending 
from the city limits of Davenport to 
the end of the line, a distance of 1,300 
ft., have been torn up. This was done 
in compliance with an ordinance adopted 
by the Rockingham town council in 
August. Officials of the town of Rock- 
ingham declared that the company 
would be ordered to tear up the tracks 
of the Credit Island part line which 
are inside the limits of the town. 

The company, according to the offi- 
cials, has been operating in the town of 
Rockingham ever since the town was 
incorporated, but has never had a fran- 
chise. The railway is the only means 
of public transit to the island. 

“Pave between the tracks and a foot 
on each side or tear up the tracks im- 
mediately,’ the ordinance said. The 
town clerk handed a copy of it to R. J. 
Smith, general manager of the traction 
company. He issued orders to the track 
crew to rip up the rails and ties as soon 
as they could get to them. 

In the present financial condition Mr. 
Smith said that his company could not 
possibly consider paying for the pave- 
ment between the tracks and a foot on 
each side. 

The street will now be paved from 
curbing to curbing, uninterrupted by 
car tracks, as the council let the con- 
tract some time ago. 

The same track crew ripped up 2,000 
feet of track running from Rolff Street 
to Forest Park. The line has not paid 
any revenue, according to General Man- 
ager Smith and the company could not 
afford to maintain the track, to say 
nothing of attempting to operate cars 
over it. Track torn up on Rockingham 
road and on the Forest Park lines will 
be salvaged as junk. 


Illinois Trainmen Receive Five 
Cents an Hour Increase 


Trainmen of the [Illinois Traction 
system of the Illinois Power & Light 
Corporation are to receive an increase 
in wages of 5 cents an hour as the 
result of an agreement between the 
company officials and a committee 
representing the union held at Spring- 
field, Ill., on Sept. 7. New wage con- 
tracts which will not expire until Dec. 
1, 1924, but which will date from 
Sept. 1, are now in effect. While the 
increase agreed on is only 5 cents an 
hour, putting the increase in wages 
in effect before the expiration of the 
old contract will mean an actual in- 
crease of 6% cents an hour for the men. 

Under the old wage contract mo- 
tormen and conductors in passenger 
service promoted prior to Jan. 1, 1921, 
have been paid 57% cents an hour and 
those promoted after Jan. 1, 1921, have 


been paid 55 cents an hour. All 
motormen and conductors in freight 
service have been receiving 60 cents 
an hour and brakemen have been re- 
ceiving 45 cents an hour. 

The increase will average from $15 
to $20 a month for each employee in- 
cluding conductors, motormen, brake- 
men and others who are members of 
the union. The total salary increase 
will add approximately $60,000 a year 
to the company’s payroll. 


Proposal for Elevated in St. Louis 


The suburban lines forming one of 
the constituent companies threaten to. 
break away from the United Railways, 
St. Louis, and build an elevated line 
along the present right-of-way of the 
Hodiamont iine of the United Railways. 
This will be done, however, only if the 
holders of the $4,500,000 of the gen- 
eral mortgage 5 per cent bonds of the 
United Railways and of $2,000,000 of 
the consolidated bonds of the old St. 
Louis & Suburban Railway (the present 
Hodiamont line) are successful in a 
foreclosure suit they will file in the 
United States District Court. 

Where.issues already due have been 


provided for by receiver’s certificates, 


it has been the contention of attorneys 
that under-lying issues automatically 
succeeded them as prior lien. It is on 
this point that the legal question would 
be thrashed out. 

In his order last Monday Judge Faris 
authorized a total interest payment of 
$381,728 to be made on Oct. 1. The 
$4,200,000 bonds which were authorized 
extended from Oct. 1 are secured by 
mortgages on the Cass Avenue, Comp- 
ton Heights and Lindell system. 


Office of President No Longer 
to Be Revolved 


Announcement of the election of 
Edwin M. Walker as president of the 
Schenectady Railway was made in 
Schenectady on Sept. 18 by Harry B. 
Weatherwax, former president of the 
company, returning to Albany from 
New York, where he attended a di- 
rectors’ meeting of the company. As 
stated previously in the ELECTRIC RAII- 
wAy JOURNAL, Mr. Walker will enter 
upon his new duties on Oct. 1. 

The Schenectady Railway is owned 
jointly by the Delaware & Hudson and 
the New York Central. It has been 
the practice in the past to alternate 
the presidents each year, one year the 
D. & H. naming the president and the 
next year the New York Central nam- 
ing a man to that position. Mr. 
Weatherwax announced that this prac- 
tice is to be abandoned and that a presi- 
dent was being named to hold that 
position permanently. Mr. Weather- 
wax gave out this statement: 


With the strike over it has been decided 
by the board of directors of the Schenectady 
Railway.-to-abolish. the managing commit- 
tee, consisting of Harry B. eatherwax, 
president, and James F. Hamilton, vice- 
president and general manager, who have 
alternated yearly in these positions for 
many years past, and appoint a permanent 
president, who should reside in Schenectady 
and become part of the city’s civic life, ¢ 
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| Public Service Railway Restores Service 


Company Decides to Abide by Order of Chancellor Walker, Directing It to Resume Operation—Needs $2,500,- 
000 of Additional Revenue per Annum and Will Appeal for Ten-Cent Fare, Hoping Later to 
Be Able to Adopt Boston Plan of Reduced Rates for Short Riders—Many 
Interesting Points Covered in Opinion by Chancellor 


lines of the Public Service Railway 

of New Jersey. The first cars 
were run on the company’s Bergen divi- 
sion on the afternoon of Sept. 20. 
Other lines were then being prepared 
for service and it was expected on Sept. 
21 that all the lines would be restored 
to service within the next few days. It 
was just fifty days from the time the 
cars were run into the carhouses follow- 
ing the strike of the employees until 
the first car was run in Bergen County. 
Restoration of service by the com- 
pany followed upon the issuance by 
Chancellor Walker on Sept. 17 of a 
mandatory order calling for a resump- 
tion of service at once. The Chan- 
eellor said that it was not an answer 
to say that the company could not op- 
erate at a profit and therefore should 
not be obliged to run at all. He said 
the answer to that contention was that 
if the railway stood still long enough 
it would be absolutely ruined. This 
would ultimately result in the appoint- 
ment of a receiver under insolvency 


Ghines ot is being restored on the 


' who would be directed to operate the 


road under order of the court. Such 
an ending, said the Chancellor, would 
be disastrous to those owning the se- 
curities of the company and to its other 
creditors, unless the property at re- 
ceiver’s sale brought sufficient to dis- 
charge all its obligations in full, which 
was not likely. 

The course was open to the company 
of appealing from the ruling to the 
Court of Errors and Appeals, but on 
Sept. 19 it issued the following state- 
ment announcing its decision to comply 
with the order: 

“The Chancellor, the highest judicial 
officer of the state, having ordered the 
railway to resume service, the company 
will obey the order and service will be 
restored as soon as practical conditions 
will permit, which it is hoped will be 
not later than next Monday morning 
(Sept. 24). Of necessity the service 
will be a little disorganized at first, but 
every effort will be made to straighten 
it out’ as rapidly as possible. For. ex- 
ample, it will take several weeks to 
change over the equipment from open 
to closed cars, work which is ordinarily 
done earlier in the year. 

“To anyone familiar with the facts, 
it is apparent that the company must 
have substantially increased revenues, 
if it is to meet the largely increased 
costs of operation caused by the in- 
crease of wages, which it is necessary 
for it to pay to secure resumption of 
service; otherwise, the property of the 
railway must of necessity pass through 
the disintegration process into its con- 
stituent parts, which results, of course, 
in a demoralization of the system, a 
large investment loss, inability to 


finance extensions and betterments for 
the future and the payment of several 
fares by the public in lieu of a single 
fare. 

“To avoid this calamity the company 
must have at least $2,500,000 of addi- 
tional revenue per annum. It is be- 
lieved that a 10-cent fare will pro- 
duce this money and that no other 
remedy is immediately available. The 
company will therefore file with the 
Board of Public Utility Commissioners 
a 10-cent rate without charge for trans- 
fer. As the business of the company 
grows and develops, as destructive and 
unfair competition, which is the real 
cause of the high fare, is removed 
through the co-ordination of service or 
otherwise, or as declining costs make 
poss ble, it is hoped that either this 
base rate can be lowered or that while 
retained as the base, a lesser fare may 
ultimately be worked out for short 
riders in congested centers. This will 
be following the plan that has been 
worked out so successfully in Boston. 
The Chancellor in his opinion says that 
a resumption of service should stimu- 
late the settlement of existing problems. 

“The company appeals to the Board 
of Public Utility Commissioners, to 
municipal officers and to the ‘public for 
co-operation in making it possible to 
operate the property upon a sound 
basis of economics and in a manner to 
give satisfaction to the traveling pub- 
lic. The company will do its part.” 

After fifty days of suspension of serv- 
ice the employees were naturally scat- 
tered into other walks of life, but it is 
said that unusual success has attended 
the efforts of the company to round up 
its former men. William Wepner, head 
of the union, stated on Sept. 20 that 
despite the long period of inactivity 
there would be possibly a loss of only 
5 per cent of the total number of men 
employed when the strike broke. The 
number employed on all lines was 6,500. 

‘The ratification of the company’s 
plan by the men at the various union 
headquarters over the state, voted on 
Wednesday night was said to be unani- 
mous. The company agrees to pay the 
men an increase of 20 per cent and 
allow one day off in eight. The latter 
will cause the employment of an in- 
creased number of men, for the day 
off plan is an entirely new one. The 
contract is to run for three years and 


a working day calls for a full nine- 


hours. On the wage basis men in the 
employ of the company for more than 
a year will receive 60 cents an hour 
and operators of one-man cars 65 cents 
an hour. : 

It should be remembered that two 
companies, the Public Service Railway 
and the Public Service Railroad, the 
so-called fast line, were both involved 


in the various proceedings before the 
courts and the commission in connec- 
tion with the suspension of the serv- 
ice. The railroad operates under the 
steam railroad act, and while it is an 
important part of the entire railway 
system, the great bulk of that sys- 
tem is comprised within the corporate 
identity of the Public Service Rail- 
way. Thus is explained in part the 
alternative references to the “railroad” 
and the “railway” contained in the offi- 
cial orders and the opinion of the Chan- 
cellor. The opinion on which the order 
of the Chancellor was based follows: 


In Chancery of New Jersey. 


Between 
THOMAS F..McCRAN, at- 
torney general, for and 
54-300. 


in behalf of the State 
On Information. 


of New Jersey, 
Informant, 
and Opinion. 
PuBLIC SERVICE RAILWAY 
CoMPANY, 
Defendant. 


1. A preliminary mandatory injunc- 
tion will issue to compel the restora- 
tion of a status quo ante in aid of a 
suit at law where irreparable damage 
would result from its being withheld. 

2. Where a mandamus is sought in a 
court of law to compel a public utility 
corporation to perform its duty to the 
public, the court of chancery will en- 
join the performance of that duty pend- 
ing the suit at law. 

38. It is not a defence that the com- 
pany cannot operate at a profit; that 
is not the test: the duty resting upon 
a quasi public corporation must be per- 
formed, or its priv leges and franchises 
must be surrendered; it cannot dis- 
charge its duty on and off, as it may 
find it profitable to do so. 

4. It appears that a receiver may be 
appointed for a public utility corpora- 
tion to discharge its duty to the public 
in the event of its not obeying the 
mandate of the court. 

On application for mandatory 
junction in aid/of suits at law. 

THOMAS F. McCrAn, attorney gen- 
eral, and WILLIAM NEWCORN, assistant 
attorney general, for the State. 

Ropert H. MicCarrer, FRANK BrER- 
GEN, Merritt LANE, E. AMBLER ARM- 
STRONG and WILLIAM H. SpPreErR for de- 
fendant. 

WALKER, Chancellor. 

The attorney general has filed an in- 
formation on behalf of the state, in 
which he shows that the defendant com- 
pany was organized and created under 
a consolidation agreement dated Aug. 
20, 1907, between sundry street rail- 
way companies, and shortly thereafter 
it entered into an agreement of consoli- 
dation with certain other street rail- 
way companies operating in the north- 
ern part of the state, and thereby 
became possessed of all rights, privi- 


in- 


462 


leges and franchises, subject to all re- 
strictions, disabilities and duties of the 
corporations so consolidated. 

Under the act of consolidation and 
merger it was provided that all rights, 
priv_leges and franchises, and property 
of each of such corporations, was trans- 
ferred to and vested in such new cor- 
poration; and that it has also acquired 
other street railways by long-term 
leases, thus forming a united and com- 
plete system of about 850 miles of 
street railway tracks in 142 municipali- 
ties, and took possession of such rail- 
ways and operated such system from 
the dates of such leases and entry upon 
the properties respectively, until Aug. 1, 
1923, carrying in recent years about 
1,000,000 passengers per day; that 
prior to Aug. 1, 1923, employees of the 
defendant company voted that a strike 
should go into effect on said date un- 
less the terms and demands of the em- 
ployees were met or conceded by the 
corporation, which it refused; such 
strike went into effect, and the com- 
pany has failed to operate its cars from 
that date up to the present time, not- 
withstanding the duty imposed upon it, 
a common carrier, having franchises 
from the state to provide proper serv- 
ice for the c'tizens thereof, and more 
particularly for the inhabitants in the 
communities served by such corpora- 
tion. 

The information also charges that 
the failure of the defendant to operate 
its cars deprives the state and its 
municipalities of revenue to which it is 
lawfully entitled by way: of taxes on its 
gross income, and jeopardizes the in- 
vestments of ‘its bondholders and stock- 
holders, and those of its subsidiaries; 
that it deprives the citizens, and more 
particularly the inhabitants of the 
municipalities, of the service to which 
they are entitled by the company; and 
that the corporation has obligations 
which it cannot meet unless its road is 
operating, thereby working irreparable 
injury upon the state, its subdivisions 
and citizens. 

Further, that the Board of Public 
Utility Commissioners of this state, on 
Aug. 9, 1923, served a notice upon the 
defendant of a hearing in the matter of 
its refusal to operate its road, and, 
after hearing, and on Aug. 14, 1923, 
made an order directing the defendant 
forthwith to furnish adequate and 
proper service and keep and maintain 
its property and equipment in such con- 
dition as to enable it to do so; that the 


defendant failed to comply with the. 


terms of said order, and on Aug. 17, 
1923, the board made application to 
the New Jersey Supreme Court for a 
writ of mandamus to compel the com- 
pany to obey the said order, and on the 
date last aforesaid an alternative writ 
of mandamus was allowed, and served 
upon the defendant company on Aug. 
28, to which the company filed an 
answer, wherein it set forth that by 
reason of the increased cost of opera- 
tion it was impossible for it to comply 
with the order of the board, which pro- 
ceedings are pending and undetermined; 
that by reason of the company possess- 
ing exclusive grants to operate its 


- public. 
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railway system, it is bound to perform 
that duty until it Has lawfully sur- 
rendered, suspended or abandoned its 
franchises and privileges by the legally 
expressed consent of the state. 

This information further shows that 
on Sept. 4, 1923, the attorney general 
filed an information for a quo warranto, 
inquiring by what right the defendant 
company exercises the franchises and 
privileges acquired by it at the time of 
the consolidation and merger agree- 
ments aforesaid, and by what right it 
refuses to operate its cars and perform 
the duty required of it under and by 
virtue of the privileges and franchises 
acquired by it as aforesaid. 

The information before me prays that 
in aid of the mandamus and quo 
warranto proceedings mentioned, and in 
order to preserve the rights of the pub- 
lic, that a mandatory injunction be 
issued requiring the defendant company 
forthwith and pending the determina- 
tion of said suits at law, to resume the 
operation of its railways and render 
service to the citizens of New Jersey; 
or, in ‘the alternative, upon the .con- 
tinued refusal of the defendant com- 
pany to operate its railways and dis- 
charge its public duty as aforesaid, 
that a receiver be appointed to take 
charge of the property of said company 
and operate the same until the final 
determination of the actions at law now 
pending. This succinctly states the 
issue tendered by the attorney general 
on behalf of the state. 

The defendant company has answered, 
and while this is not a final hearing, 
the case has been fully submitted on 
pleadings and affidavits on both sides. 
The gravamen of the answer is that the 
company cannot operate without loss, 
and it claims that therefore it should 
not be compelled to operate at all. 
That present operation, that is, opera- 
tion pending a settlement of its dis- 
pute with its employees, would be at a 
loss may be conceded for the purpose 
of the decision of the matter before 
me. 

In arriving at a determination in 
this’ matter I deem it unnecessary to 
consider the question of the prospective 
loss of taxes to the state or municipali- 
ties, or of interest of the bondholders 
or dividends of stockholders of the com- 
pany. The question transcends any 
such considerations and, to my mind, 
turns upon the single question of the 
power of this court to grant the in- 
junction prayed for because of the pub- 
lic duty owed by defendant company to 
the citizens of this state, and that irre- 
spective of whether such operation can 
be carried on with profit or with loss. 

Mandamus is the appropriate remedy 
to compel a street railway company to 
operate its road for the benefit of the 
Hamilton Township vs. Mercer 
County Traction Company, 88 N. J. L. 
485. In this case in the Court of 
Errors and Appeals, 90 N. J. L. 531, 
Mr. Justice Swayze said, at page 534, 
that the writ of mandamus is used to 
enforce a public duty which may some- 
times grow out of a contract as well 
as out of a statute, citing Wilbur vs. 
Trenton Passenger Railway, 57 N. J. L. 


212; Bridgeton vs. Traction Company, — 


62 N. J. L. 592; Rutherford vs. Hud- 


son River Traction Company, 73 N.J.L. | 


227; Pleasantville vs. Atlantic City 
Traction Company, 75 N. J. L. 279; 
Camden vs. Public Service Railway, 82 
N. J. L. 246. Here the duty arises out 
of statutory and charter obligation. 
It is true that in McCran, attorney 
general, vs. Western Union Telegraph 
Company, 120, Atl. 515, I held that 
mandamus and not mandatory injunc- 
tion is the proper remedy to compel the 
performance of a public duty enjoined 
upon a quasi public corporation; and so 
it is. But in the same case I also held 
that an injunction would issue to pre- 
serve the status pending the quo 
warranto suit at law; for, if it were 
not for the injunction, the public duty 
owed by the defendant to the state 
would not be performed during the 
litigation over it. And that is this 
case; unless a distinction is to be made 
between an injunction to preserve an 
existing status and one to restore a 
status quo ante. As a fact, the in- 
junction in the Western Union case 
amounted to a mandatory one, because 


the company had refused to perform > 
the dutyof receiving and transmitting | 


messages of public officers free of 
charge under the statute. And while 
the writ was couched in negative terms 
and restrained the company from re- 
fusing to accept and transmit the mes- 
sages, because that was the prayer of 
the information in that case, neverthe- 
less, the injunction compelled the cor- 
poration to rece*ve and transmit them, 
and was, consequently, in effect, a com- 
mand to do an affirmative act. 

Chancellor McGill in National Docks 
Railway vs. Pennsylvania Railroad, 
54 N. J. Eq. 10, at page 16, said that 
his understanding was that our courts 
have always recognized the right of a 
court of equity in a proper case to 
grant a mandatory injunction after pre- 
liminary hearing, even though that be 
the whole relief sought, citing numer- 
ous cases. 

In granting temporary injunctions to 
protect easements, as in other cases, the 
court does not take jurisdiction for the 
purpose of settling the rights of the 
parties permanently, but simply to pre- 
serve the’ property until the legal title 
to it is established. The title which 
the plaintiff must show in such a case 
is not, of course, an incontestable one; 
he makes out a sufficient case when he 
satisfies the court that his claim is a 
substantial one and that there is reason- 
able ground for doubting the validity of 
the title of his adversary. The injury 
against which protection is sought is 
that which is likely to occur before the 
question of title between the parties can 
be settled, that is, in the limited time 
before a decision of the pending suit 
can be had. Pomeroy’s Eq. Jur. (2 ed.) 
1970, citing Fulton vs. Greacen, 36 N. J. 
Eq. 216; Todd vs. Staats, 60 N. J. Eq. 
507. In the latter case an injunction 
was denied because irreparable injury 
was not shown. See page 513. The 
instant case is not one of easement, but 
the principle applies. 

Where a gas company, having a 
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franchise and virtual monopoly, de- 
mands of a city an unreasonable price 
for gas, the city may offer a reasonable 
price; and if the gas company refuses to 
furnish at that price, the city may 
maintain mandamus if the supply has 
not been commenced, and may sue in 
equity to enjoin the stoppage of a sup- 
ply then being furnished. Public Serv- 
ice Corporation vs. American Lighting 
Company, 67 N. J. Eq. 122. See also, 
Public Service Gas Company vs. New- 
ark, 86 N. J. Eq. 384, 388. 

Jaquelin vs. Erie Railroad, 69 N. J. 
Eq. 432, is relied upon by defendant 
because there Vice-Chancellor Garrison 
refused an injunction compelling the 
railroad company to maintain a station, 
holding that the remedy was by, man- 
damus, and said that the authority of 
courts to compel a railroad company to 
maintain a station where not required 
to do so by charter or statute was not 
so clear as to justify the granting of 
a preliminary injunction restraining the 
discontinuance of such a station; but at 
page 444 he also said that courts will 
compel the completion of a road if the 
charter clearly imposes that duty upon 
it, and they will also compel the oper- 
ation of the road and other clear duty 
enjoined upon the corporation. This 
case would appear to be an authority 
for the contention of the state. 

That a preliminary mandatory injunc- 
tion may be issued in a proper case has 
the sanction of the Court of Errors and 
Appeals. See Bailey vs. Schnitizius, 45 
N. J. Eq., 178, where it was held that 
a mandatory injunction was rarely 
granted before final hearing, and will 
only be ordered to prevent extreme or 
very serious damage. In other words, 
that it will be ordered in such circum- 
stances. 

That a preliminary mandatory injunc- 
tion will lie in a proper case has been 
decided over and over again in this 
court. See Whitecar vs. Michenor, 37 
N, J. Eq. 6; Pennsylvania Railroad vs. 

Kelley, 77 N. J. Eq. 129; Barna vs. 
_ Kirezow, 71 N. J. Eq. 196; 201; Savage 
vs. Port Reading Railroad, 73 N. J. Eq. 
308; National Docks Railway vs. Penn- 
sylvania Railroad, 54 N. J. Eq. 10; 16. 

In Hodge vs. Giese, 43 N. J. Eq. 342, 
Vice-Chancellor Van Fleet held that a 
court of equity may protect legal rights 
in real estate where the right, though 
formally denied, is yet clear on facts 
which are not denied, and according \to 
legal rules which are well settled, and 
the injury against which protection is 
asked is irreparable; that an injury is 
irreparable which is material, and which 
cannot adequately be redressed by 
pecuniary damages; that contrary to the 
general rule, a mandatory injunction 
may issue at the inception of a suit for 
the protection of an easement and other 
rights of like nature. 

The important question is, May this 
court lay a public utility corporation 
under a mandatory injunction to oper- 
ate its works for the benefit of the pub- 
lic where to do so would appear to en- 
tail a loss upon the company. The only 
cases in this state which I have found 
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that bear upon the question are Public 
Service Corporation vs. American Light- 
ing Company, and Public Service Gas 
Company vs. Newark, supra; and there 
the question was as to a reasonable 
price for gas, and it was held that in- 
junctions would issue to compel the 
companies to serve the public with gas 
for lighting at a reasonable price where 
the companies demanded more. But in 
Georgia and New York it has been held 
that a utility corporation could be com- 
pelled to serve the public even if that 
service would be unprofitable. 

In Savannah, &c. Co. vs. Shuman, 91 
Ga., 400, the court held that so long 
as the corporation retains its franchise 
it will not be allowed to urge as an 
excuse for failing to perform any duty 
required of it by its charter that serv- 
ice would be unprofitable. It cannot 
consistently keep the franchise and rea- 
son that such performance would be 
unremunerative. And in People vs. 
New York Central & H. R. R., 28 Hun 
(N. Y.) 548, the court said that the 
question was, Could a railroad corpora- 
tion refuse or neglect to perform its 
public duties upon a controversy with 
its employees over the cost and ex- 
pense of doing them; that the question 
admitted of but one answer, that the 
excuse had no validity in law; that the 
duties imposed must be discharged at 
whatever cost; that they could not be 
laid down or abandoned or, suspended 
without the legally expressed consent 
of the state; that the trusts were active, 
potential and imperative and must be 
executed until lawfully surrendered. 

After all, that is the test. The duty 
resting upon a quasi public corporation 
must be performed or its privileges and 
franchises must be surrendered. It 
cannot assume to discharge its duty to 
the public on and off, as it may find it 
profitable to do so. And this apparently 
has the sanction of the Supreme Court 
of the United States, for in Brooks- 
Scanlon Company vs. Railroad Commis- 
sion of Louisiana, 251 U. S. 396, 64 Law 
ed., 323, at page 326, that court, while 
holding that a carrier cannot be com- 
pelled to carry on business at a loss 
(a question of fact which doubtless 
concerns the Public Utility Commission 
and the Supreme Court on mandamus) , 
nevertheless observed that “it is true 
that if a railroad continues to exercise 
the power conferred upon it by a char- 
ter from the state, the state may re- 
quire it to fulfill an obligation imposed 
by the charter, even though fulfillment 
in that particular may cause a loss.” 
And that is the point I make, for, it 
seems to me, on an application for in- 
junction to restore the status, it is not 
for me to make an exhaustive investiga- 
tion of facts, and to adjudicate whether 
or not the company could be operated at 
a profit, but that it is enough if it ap- 
pears that it is obliged to operate under 
a charter which it has not surrendered. 
See, also, Atlantic C. L. R. Co. vs. N. C. 
Corp. Com., 206 U. S. 1, at page 26. 

The condition with which the court is 
dealing is appalling. I have never 
known anything like it to exist in this 
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state. To say that in its presence there 
is no court competent to give needed 
prompt relief, is to assert that there is 
a defect in the law itself. If the de- 
fendant can cease to operate its lines 
for the benefit of the public under a 
charter which requires it to do so 
(which charter it sought and received), 
then the great steam railroads, even the 
transcontinental roads, can do so, and 
thus paralyze transportation business 
over a wide territory, to the untold loss 
and inconvenience of a suffering public. 

Now, in order to grant relief ad- 
mittedly the damage must be extreme 
and serious; it must be material and ir- 
reparable. It is all these and more. 
It is not an answer to say that the 
company cannot operate at a profit, and 
therefore it should not be obliged to run 
at all. The answer to that answer is: 
It stands still at a loss, and if it stands 
still long enough it will be absolutely 
ruined. This would ultimately result in 
an insolvency receiver, who would be 
directed to operate the road under order 
of the court. 

Such an ending would be disastrous to 
those owning the bonds and stock of the 
company and to its other creditors, un- 
less the property at receiver’s sale 
brought sufficient to discharge all its 
obligations in full, which is not likely. 
No one hopes more than I do that that 
calamity will never befall this great 
corporation with its numerous security 
Nor do I think that ordering 
operation will have that effect. I think, 
on the contrary, that the effect will be 
to stimulate negotiations to settle the 
many difficulties with which the com- 
pany is confronted. But, be that as it 
may, I think it my duty to order the 
injunction prayed for to restore the 
status quo ante in aid of the suits at 
law. 

If the injunction were not obeyed 
then it appears the informant would be 
entitled to the appointment of a re- 
ceiver, under the general equity powers 
of the court, to carry out its mandate 
by operating the road. See Stockton 
vs. Central Railroad, 50 N. J. Eq. 489. 
And the attorney general could make 
an application to that end. 

It should be stated in closing that 
the defendant objects that the informant 
is not entitled) to relief in this court 
respecting the matters set forth in 
the information, and prays the same 
benefit and advantage as though it 
had moved to strike out the information 
in conformity with the present practice 
substituted for demurrer. The views 
which I have above expressed lead to 
a denial of this application. 

Mandatory injunction accordingly. 

The various orders of the court follow 
in part: 

In Chancery of New Jersey. 


In the matter of the applica- 


tion for a receiver for Pub- | On Petition, 


lic Service Railroad Com- &e. 
pany, by A. Henry Koll- Opinion. 
mar, Petitioner. 


1. An application for the appoint- 
ment of a receiver under the general 
railroad act, Comp. Stat. 4219, sec. 86, 
is not a proceeding before the Chancel- 
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lor as a statutory magistrate or legis- 

lative agent, but is a proceeding in the 

Court of Chancery itself. 

2. Under a prayer for further or 
other relief, or without it according to 
the present rule of court, petitioner 
may have such relief as he shows him- 
self to be entitled, without a specific 
prayer therefor. 

8. On application for a receiver unh- 
der the statute, to operate a railroad 
for the benefit of the public, where the 
railrcad has ceased to run any car for 
a period of ten days, and the facts and 
circumstances warrant it, the court 
may, under its general jurisdiction, 
issue a mandatory injunction compel- 
ling the company to operate, with leave 
to petitioner to apply for a receiver 
under the general equity powers of the 
court in case the injunction is dis- 
obeyed. 

On application for appointment of a 
receiver for Public Service Railroad 
Company. ; 

THoMAS F. McCRAN, attorney general, 
and WILLIAM NEWCORN, assistant at- 
torney general, for petitioner. 

RoBeRT H. McCARTER, FRANK BERGEN, 
Merritt LANE, E. AMBLER ARM- 
STRONG and WILLIAM H. SPEER, 
contra. 


WALKER, Chancellor. 

This is an application for the ap- 
pointment of a receiver for a trolley 
line organized under the general rail- 
road act, Comp. Stat. 4219. The power 
invoked is that residing in section 86 
of the act, which provides that if any 
railroad company has failed or neg- 
lected to run daily trains on any part 
of its road for ten days, the Chancellor, 
on petition of any citizen of this state, 
and on due proof of the facts, may 
appoint a receiver who shall take pos- 
session of all the property of the com- 
pany and operate its road and transact 
the ordinary business thereof in the 
transportation of freight and passen- 
gers for such time as the Chancellor 
may direct. 

The case is before me on petition and 
affidavits and answer and affidavits. 
It is conceded that the road has not 
operated since Aug. 1, 1923; and de- 
fendant asserts that it has always been 
operated at a loss, which is not denied. 

The petition prays for the appoint- 
ment of a receiver and for further and 
other relief. The court is therefore not 
obliged to grant or deny the relief 
specifically prayed, but can give any 
measure of relief to which in its judg- 
ment the petitioner is entitled. 

I do not feel willing to appoint a 
receiver in this matter in the facts 
and circumstances before me, and have 
concluded under the prayer for fur- 
ther and other relief to grant a man- 
datory injunction compelling the de- 
fendant company-to operate its road, 
the same as in McCran, attorney gen- 
eral, vs. Public Service Railway, and 
for the reasons stated in that case, 
with the alternative that if the man- 
date to operate is not obeyed, a receiver 
may be applied for, as in that case, 
under the general equity powers of the 
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court. This course I deem much fairer 
to the defendant company, and it will 
also avoid any doubt as to the validity 
of section 86, which has been questioned 
by the defendant, and concerning which 
the Court of Errors and Appeals sug- 
gested difficulty in Long Branch S. S. 
R.R. Co., 26 N. J. Eq. 539, at page 540. 

As the Public Service Railroad has 
always been operated by the Public 
Service Railway, since the latter ac- 
quired the former, operation of its 
own road by the Public Service Rail- 
way will facilitate operation of the 
Public Service Railroad. 

Mandatory injunction accordingly. 


New JERSEY, to wit: The State of New 
Jersey to Public Service Railroad 
Company, Greeting: 

Whereas, it hath been represented to 
us, in our Court of Chancery, on the 
part of A. Henry Kollmar, petitioner, 
that he has lately exhibited a petition 
pursuant to the statute made and pro- 
vided against you, the said Public Serv- 
ice. Railroad Company, Defendant, to 
be relieved touching the matters set 
forth in the said Petition. 

We, therefore, in consideration of the 
premises and of the particular matters 
set forth in the said petition do strictly 
enjoin and command you, the said 
Public Service Railroad Company under 
the penalty that may fall thereon, that 
you forthwith resume the operation of 
your railread system and furnish ade- 
quate and proper service as a public 
utility to the citizens of the State of 
New Jersey until our said Court shall 
make other order to the contrary. 

Witness, his Honor, Edwin Robert 
Walker, our Chancellor, at Trenton, the 
eighteenth day of September, in the 
Year of Our Lord one thousand nine 
hundred and twenty-three. 


“Attorney-General of New Jersey, 
Solicitor of the Petitioner. 


In Chancery of New Jersey. 


In the Matter of the Peti- On Petition. 
tion for a Receiver for 
the Public Service Rail- Order that a 


way Company, by A. Mandatory 
HENRY KOLLMAR, Injunction 
Petitioner. Issue. 


Thomas F. McCran, attorney gen- 
eral of the state of New Jersey, hav- 
ing filed a petition for and in behalf 
of A. Henry Kollmar, a citizen of the 
state of New Jersey, praying for the 
appointment of a receiver to operate 
the railroad for the defendant for the 
benefit of the public, and for further 
or other relief, pursuant to the statute 
made and provided, and an order to 
show cause having been issued, and 
the matter coming on to be heard in 
the presence of Thomas F. McCran, 
attorney general, and William New- 
corn, assistant attorney general, solici- 
tor and of counsel with the petitioner, 
and Robert H. McCarter, Frank Ber- 
gen, Merritt Lane, E. Ambler Arm- 
strong, and William H. Speer, solici- 
tors and of counsel for the defendant, 
and the court having read and filed 
the petition and affidavits attached 
thereto, and the answer and answering 
affidavits annexed thereto, of the de- 
fendant. and listened to the argument 


Vol. 62, No. 12 


of counsel pro and contra, and having 
duly considered the same, and it ap- 
pearing to the court that the de- 
fendant has ceased to run any cars for 
a period of more than ten days, and to 
discharge its duty as a public utility 
for the benefit of the public, and that a 
mandatory injunction should issue com- 
pelling the defendant company to op- 
erate its road; 

It is, thereupon, on this eighteenth 
day of September, A.D. nineteen hun- 
dred and twenty-three, on motion of 
William Newcorn, assistant attorney 
general, solicitor and of counsel with 
the petitioner, ordered that the State’s — 
Writ of Mandatory Injunction be © 
issued forthwith, directed to the Pub- ~ 
lic Service Railroad Company, com- 
manding that it forthwith resume the 
operation of its railroad system, and 
furnish adequate and proper service 
as a public utility to the citizens of 
the state of New Jersey. 

In Chancery of New Jersey. 
Between 
THomMAS F. McGRAN, at- 
torney general of the 
State of New Jersey, 


for and in behalf of the). aaa meeerete 


State of New Jersey, Order that a 
are Informant, Mandatory 
y and Injunction 
PuBLic SERVICE RAILWAY Issue. 
COMPANY, a  corpora- 
tion, 
Defendant. 


Thomas F. McCran, attorney general 
of the state of New Jersey, having filed 
an information for and in behalf of 
the state of New Jersey, praying that 
a mandatory injunction be issued, di- 
rected to the Public Service Railway 
Company commanding it that it forth- 
with resume the operation of its rail- 
way, or, in the alternative upon the 
continued refusal to operate and dis- 
charge its duty to the public as a public 
utility that a receiver be appointed to 
operate the same until the final deter- 
mination of the actions at law now 
pending, and an order to show cause 
having been issued, and the matter hav- 
ing come on to be heard, and the 
court having read and filed the infor- 
mation and the affidavits annexed 
thereto, of the defendant, and listened 
to the argument of counsel pro and 
contra, and having duly considered the 
same, and it appearing to the court 
that the status quo ante should be 
maintained in aid of the actions at law 
now pending, in order to prevent irre- 
parable damage and injury, and that 
a mandatory injunction should be 
issued; 

It is thereupon, on this eighteenth 
day of September, A.D. nineteen hun- 
dred and twenty-three, upon motion of 
William Newcorn, assistant attorney 
general, solicitor and of counsel with 
the informant, ordered that the State’s 
Writ of Mandatory Injunction be issued 
forwith, directed to the Publie Service 
Railway Company, commanding that it 
forthwith resume the operation of its 
trolley cars over its railway system, 
and furnish adequate and proper serv- 
ice as a public utility to the citizens 
of the State of New Jersey until the 
determination of the actions at law now 
pending in the New Jersey Supreme 
Court. 


September 22, 1923 
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Financial and Corporate 


Monthly Deficits Increase 


Cincinnati Traction Unable to Meet 
Added Burden of Higher Wages— 
Fares Increased 


Deficits in the operating expenses 
of the Cincinnati Traction Company 
for July and August will result in an 
increase in fares from 7% to 8 cents 
on Oct. 1. Formal announcement. of 
the proposed increase was made on 
Sept. 15, when the company proceeded 
to advertise it, according to law. 

A financial statement of the com- 
pany shows a deficit of $38,990 for 
July and $68,685 for August. The 
award of the board of arbitrators 
announced on Aug. 11, granting the 
company’s 1,700 employees increases in 
wages from 3 to 7 cents an hour, is 
directly responsible for the increase 
in fares, according to Walter Draper, 
vice-president. After the increase goes 
into effect it will be of no advantage 
to passengers to buy tickets as the cost 
of a single ticket will be the same as 
a cash fare. It is possible that the 
traction company will do away with the 
ticket system. 

Under the terms of the service-at- 
cost franchise the railway is required 
to raise its fares after a deficit occurs 
in its operating expenses for two con- 
secutive months. The ordinance also 
specifies that the company must adver- 
tise its intention fifteen days before 
the date fares are to be increased. 
Fares have been at 7% cents since late 
in the summer of 1921, when the City 
Council passed an ordinance relieving 
the traction company of payment of its 
franchise tax of $380,000 to the city. 
The ordinance was passed because the 
74-cent fare was not producing enough 
revenue for the traction company to 
meet its operating expenses and pay 
the franchise tax. In other words the 
city surrendered the tax money due it 
from the traction company to permit 
fares to remain at 7% cents. It is pos- 
sible that before the end of this year 
fares will reach 8% cents, which level 
they topped in April, 1920, shortly be- 
fore W. C. Culkins, former Director of 
Street Railroads, enjoined the railway 
from increasing its fare to 9 cents. The 
84-cent fare was the largest paid by 
the car-riding public in the history of 
street railway service in Cincinnati. 
Prior to October, 1918, the 5-cent fare 
was in vogue for many years. In that 
month, which was in the war period, 
the traction company served notice of 
an increase in fares on Jan. 1, 1919. 
On that day it was increased to 5% 
cents and kept increasing % cent every 
three months until April, 1920. 

On Aug. 16, following the announce- 
ment of the award of the arbitrators 
in the wage controversy between the 
traction company and its employees, 


W. Kesley Schoepf, president, said in 
a statement that drastic measures 
would have to be taken to reduce ex- 
penditures to keep the rate of fare at 
7% cents. Since that time the traction 
company has made reductions and has 
practiced economy in all its undertak- 
ings, but the additional burden is too 
large to offset without impairing the 
service. 

The $250,000 in additional charges 
brought about by the arbiters’ agree- 
ment means an increase of approxi- 
mately $22,000 a month in the operat- 
ing expenses of the traction company. 
By increasing the rate of fare at this 
time, the ordinance deferring the pay- 
ment of the franchise tax to the city 
becomes void and the company must 
earn enough money out of the 8-cent 
fare to meet this charge. 

The traction company has introduced 
one-man cars on many of its routes 
since the announcement of the award 
of the board of arbitrators and this 
measure has helped to some extent to 
relieve the situation. 


Excess Profits Tax Discussed 


Can a railway which is operated 
under a service-at-cost franchise with 
a provision that it can pay its stock- 
holders no more than 6 per cent return 
on their investment ever be subject to 
an excess profits tax? 

This is the issue involved in the 
attempt of the Cleveland Railway to 
prevent the Federal government from 
collecting the sum of $405,992 from it 
for income and excess profits taxes for 
the years 1917 to 1920, inclusive. 

A hearing on the issue was held in 
Washington on Sept. 11. The company 
was represented by former United 
States Senator Atlee Pomerene, Attor- 
ney Fielder Sanders, former city street 
railway commissioner, and Attorney 
Harry J. Crawford. These attorneys 
contended that instead of the railway 
owing the Federal government any in- 
come or excess profits taxes, the Fed- 
eral government really owes the Cleve- 
land Railway $175,000 for taxes already 
collected for the years 1921 and 1922. 

Outlining the operation of the Tayler 
plan in Cleveland, Mr. Pomerene con- 
tended that inasmuch as not more than 
6 per cent return could ever be paid 


the stockholders, the company never - 


could make anything that could prop- 
erly be taxed under an income or excess 
profits tax because all earnings over 
and above 6 per cent went into the fare 
stabilizing fund and acted to reduce the 
rate of fare paid by the car riders. 

Attorney Crawford in the opening 
argument said: 


While this appears to be a controversy _be- 
tween the Cleveland Railway and the Fed- 
eral government, it is ultimately a contro- 
versy between the city of Cleveland and 


the Bederal government. We operate in 
Cleveland on the service-at-cost basis with 
a definite, fixed return to the holders of the 
stock. 

To say that the company owes the gov- 
ernment money as excess profits is absurd, 
because the company cannot have excess 
profits under the Tayler plan ordinance. If 
the profits raise the amount in the interest 
fund above $500,000, the money is held in 
trust for the people of Cleveland. It is re- 
turned to them in the form of reduced fares 
or increased service. 


At the conclusion of the hearing 
Kingman Brewster, who presided over 
the government committee on appeals 
and review, declared that the case pre- 
sented ‘new questions” because of the 
form of the contract between the city 
of Cleveland and the railway, 


Deficit in July in Toledo 


Operations for the month of July by 
the Community Traction Company, 
Toledo, resulted in a deficit of $36,483, 
which after a credit for interest earned 
on cash resulted in a charge of $35,969 
to the fare stabilizing fund, bringing 
it down to a balance of $150,368. De- 
crease in revenue passengers amount- 
ing to almost 10,000 daily as compared 
with the previous month, higher wages, 
large maintenance program and settle- 
ment of a large damage claim are fac- 
tors which went to make up the big 
loss for the month. The prospect is 
that the August deficit will be con- 
siderably less. 

Bus operations on Oak and Erie 
Streets feeder lines still result in a 
loss, but business has improved on the 
Oak extension. 

The ratio of operating expense to 
gross income was 86.925 per cent. This 
is the highest experienced since July, 
URAL 

The maintenance program for the 
month involved an expenditure of more 
than $65,000 and was the largest for 
any month in the history of the 
company. 

The Council has finally refused to take 
advantage of the clause in the Milner 
ordinance by which it would have de- 
manded $1,000,000 of new capital from 
the Doherty interests for financing im-~ 
provements. 


Railway Assessment Advances 


; According to figures recently pub- 
lished by the Tennessee Railroad & Pub- 
lic Utilities Commission, the assess- 
ments of public utilities in the state have 
increased approximately $9,000,000 in 
1923 over the 1921 biennial assessment. 
For 1923 the street railway assessment 
was $32,264,250, against $31,877,963 in 
1921. There was no change in the as- 
sessment of the Citizens’ Railway & 
Light Company, the Knoxville Railway 
& Light Company, Memphis Street Rail- 
way and Nashville Railway & Light 
Company. In the Jackson Railway & 
Light Company. there was a tentative 
assessment made of $788,000. In 1921 
this figure was $368,065. Another 
change was a reduction in the assess- 
ment of the Memphis & Lakeview Rail- 
way, from $122,100 in 1921 to a total 
assessment of $88,500 in 1923. 
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Amendment’ to’ Increase Stock.—The 
Kentucky Utilities Company, Louisville, 
has filed an amendment increasing its 
capital stock from $5,000,000 to $10,- 
000,000. 

Resolutions Passed for Bond Issue.— 
The South Jacksonville, Fla., Council 
passed resolutions to have the bond 
issue for the municipally-owned car line 
printed and advertised for sale at once. 
The amount of the issue will be $100,000. 


Auction Sales in New York.—At the 
public auction rooms in New York there 
were sold on Sept. 19 thirty-five shares 
of Columbus, Marion & Bucyrus Rail- 
way, $10 lot, and 1,000 shares of Man- 
hattan Transit Company, $90 lot. 


Initial Preferred Dividend Declared. 
—The Monongahela-West Penn Public 
Service Company, Pittsburgh, Pa., has 
declared an initial dividend of 43% cents 
on the 7 per cent preferred stock, 
payable on Oct. 1 to stock of record 
Sept. 15. 

Common Stock Dividend Declared.— 
The Board of Directors of the Bangor 
Railway. & Electric Company Bangor, 
Me., declared a quarterly dividend on 
common stock amounting to 1 per cent. 
The dividend is payable to stockholders 
of record on Oct. 10. 


Prior Lien Stock Offered—The Chi- 
cago, North Shore & Milwaukee Rail- 
road is offering to its stockholders and 
the public $1,500,000 of 7 per cent prior 
lien stock. The proceeds will be used 
to pay indebtedness incurred and for 
additional working ‘capital. 


Line Shuts Down.—The Hamilton & 
Dundas Electric Railway is now in the 
hands of receivers. The line was 
closed by the Dominion Power & Trans- 
mission Company on Sept. 7. It had 
been in operation for about forty-five 
years and was one of the oldest short 
lines in Canada and one of the oldest 
electric lines. Bus and jitney traffic 
put it out of business. 


Will Resume Service.—According to 
a recent announcement. by the New York 
Transit Commission the Union Rail- 
way has accepted the recent order of 
the commission to resume service on 
that portion of its Morris Park Avenue 
surface line between Bronxdale Avenue 


and Williamsbridge Road, the Bronx, 
which has been closed since 1916. The 
portion of the line to be restored is 
approximately 4 mile in length and will 
serve a community of more than 1,200 
persons, many of whom now have to 
walk more than a half mile to the near- 
est transportation point. 


Wants Dividend Payments.—Seeking 
to recover $1,249,956 in dividends al- 
leged to be owed to him and other 
stockholders of the Eastern Massachu- 
setts Street Railway, L. Sherman 
Adams of Wellsley has filed a bill in 
equity in the Supreme Court against 
the company and against Arthur G. 
Wadleigh of Lynn, Fred J. Crowley of 
Lowell, Isaac Sprague of Wellsley, 
Earl P. Charlton of Fall River and 
Samuel W. McCall of Winchester, its 
public trustees. 


Order Entered for Railway Sale—An 
order has just been entered in the 
Henry County Circuit Court for the sale 
of the property of the Galesburg & Ke- 
wanee Electric Railway, Kewanee, II1., 
as an entirety. This line operates the 
interurban between Galva and Kewanee 
and the city cars in Kewanee. This or- 
der came following an application by 
the company. Attorney John T.-Cum- 
mings of Kewanee has been appointed 
special master in chancery to make the 
sale, which will be made some time in 
October, and will take place in front of 
the Henry County Courthouse at Cam- 
bridge. 

Tracks Will Be Ordered Torn Up.— 
All car tracks in Tiffin except those 
used for interurban traffic by the Tiffin 
& Fostoria Railway will be ordered torn 
up. This was the City Council’s reply 
to the company’s offer to move its 
tracks from a business to a residence 
street in order to restore city service. 
Legislation ordering the tracks removed 
will be started right away and the city 
will fight its stand through the courts 
if the company contests the order. If 
this ultimatum is carried out it will 
leave the company with rails only in 
West Perry Street, four blocks on Hast 
Perry Street and a spur in Jefferson 
Street. The company would be forced 
to dispose of its freight depot in the 
south end of the city. 


Merger of Subsidiaries Proposed.— 
The New York Transit Commission has 
approved the petition of the South 
Brooklyn Railroad for permission to ac- 
quire the outstanding capital stock of 
the Prospect Park & South Brooklyn 
Railroad and the New York & Coney 
Island Railroad. The South Brooklyn 
Company is controlled by the Brooklyn- 
Manhattan Transit Corporation, the 
successor to the Brooklyn Rapid Transit 
Company, and is the lessee of the other 
companies. In its petition, the South 
Brooklyn Company disclosed that it is 
proposed to buy the required outstand- 
ing stock at $112 a share. 

Seeks Abandonment.—The Aurora, 
Plainfield & Joliet Railway has peti- 
tioned the Illinois Commerce Commis- 
sion for permission to abandon its road 
between Joliet and Aurora. The competi- 
tion of buses is assigned as the reason 
by the railway for its. desire to junk the 
line. The line began operating in 1904, 
and profits were shown every year until 
1911, when dividends were suspended 
and efforts were required to keep the 
road running without incurring deficits. 
Vice-President Winston stated that the 
petition for-suspension was filed on the 
basis of a Supreme Court decision which 
held that no company could be com- 
pelled to operate a business at a loss. 

New Connecticut Road Elects Officers. 
—W. Scott Eames, general manager of 
the New Haven Trap Rock Company, 
was elected president of the New Haven 
& Shore Line Railway at a stockholders’ 
meeting on Sept. 12. A. William 
Sperry was chosen vice-president, Fred- 
eric E. Kingston was named treasurer 
and Leonard O. Ritter was elected 
secretary. A board of directors made 
up of Clarence Blakeslee, David S. 
Walton, Jr., Charles M. Walker, Donald 
A. Dunham of Hartford, Philip J. 
Stueck, Middletown; Robert B. Lively, 
Clinton; Frederick C. Spencer, Guilford; 
Arthur W. Chambers, Frederick N. 
Sperry, A. William Sperry, W. Scott 
Eames and Frederic E. Kingston were 
elected at the same time. As noted 
previously in the ELEcTRIC RAILWAY 
JOURNAL the company is operating a 
rehabilitated electric railway out of 
New Haven, Conn. 


Street Railway 
Fares* 
1913 = 4.84 


Street Railway 


cy 
1913 = 100 


Street Railway 
ages * 
1913 = 100 


Steel—Unfilled 
Orders (Million 
Tons) 1913 = 5.91 


U.S. Bank Clearings 
Outside N. Y. City 
__Gillions) ‘| 


Business Fallures 
Number 
Liabilities (millions) 


*The three index numbers marked with an asterisk are com- 
puted by Mr. Richey, as follows: Fares index is average street 
railway fare in all United States cities with a population of 50,000 
and weighted according to 


or over except New York City, 
population. 


Street Railway Materials index is relative average price of 
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ept. or . = 

Bradstreet’s Sept. || Aug. | | Sept. || Feb. 1] June | 
ee Sept., 1923 Wholesale Com-| 1923 | 1923 | 1922 | 1920 | 1921 
Fa 31 Pee ene modities 1913=9.21| 12.91 | 12.82 | 12.08 | 20.87 | 10.62 
e or \- 
1920 Ration in this Pa er Dun’s — Wholesale] Sept.1| Aug. 1 | Sept.! | May 1} July 1 
ap W1 
b Commodities 1923 1923 1922 1920 1921 
Lic 1913 = 120.9 188.0 -7 | 172.5 | 263.3 | 159.8 
rioebiaaperemt! | PARLIN 
Electrio Bailway Retail fo 
Engineer 1913 = 100 146 | 147 | 139 | 219 | 139 
Worcester, Mass. |] Nat. Ind. Conf.Bd.| Aug. | July | Aug. | July Aug. 
Cost of living 1923 | 1923 | 1922 | 1920 | 1922 
1914 = 100 161.6 | 161.9 | 154.5 | 204.5 | 154.5 


materials (including fuel) used in street 
maintenance, weighted according to average use of such materials. 
Wages index is relative average maximum hourly wage of motor- 
men and conductors on 105 street and interurban railways in the 
United States, operating more than 100 passenger cars each, and 
weighted according to number of cars. 


railway operation and 


September 22, 1923 


ELEGTRIC RAILWAY JOURNAL 


467 


Traffic and Transportation 


Court Upholds Commission 


California Body Ruled to Be Right in 
Fixing Different Basis for Local 
and Interurban Fares 


Action of the Railroad Commission 
of California in fixing interurban rail- 
way fares upon a different basis from 
local passenger fares for street car 
service has been upheld by the Califor- 
nia Supreme Court in a decision in 
litigation involving Pacific Electric 
Railway fares between Los Angeles 
and Pasadena, South Pasadena, Alham- 
bra and Glendale. 

The decision clearly establishes for 
the first time the correctness of the 
theory used by the Railroad Commis- 
sion in fixing interurban fares on a 
mileage basis as distinct from local 
fares which are fixed on the basis of 
the average ride per passenger, without 
regard to the distance traveled within 
the local fare zone by the individual 
passenger. 


Dogs Not VIOLATE CONSTITUTION 


The Supreme Court in its decision, 
rendered by the court en bane, holds 
that neither the order of the Railroad 
Commission nor the tariff schedule 
filed pursuant to the provision thereof 
violates the provisions of Section 21 of 
Article XII of the State Constitution. 

As pointed out by the court, in its 
decision, the commission established 
local passenger fares, dividing Los 
Angeles proper into two zones, and 
fixing a fare of 6 cents for the inner 
zone, and 6 cents for the outer zone, 
or a through fare for the two zones of 
10 cents. 

The reasonableness of these zone 
rates was not questioned, the court 
-pointed out, they being fixed on the 
basis of the average distance all the 
passengers ride, the individual passen- 
ger. paying the prescribed fare regard- 
less of the distance he rides in the 
prescribed zone. 

The rates of fares on the interurban 
service were fixed upon a mileage 
basis, to and from Los Angeles, being 
calculated from the Los Angeles ter- 
minal stations of the company. The 
general one-way fare for all interurban 
passenger service was fixed at 2.75 
cents per mile, and the reasonableness 
of this rate is not questioned, the court 
pointed out. 

In the suit brought by the cities of 
Pasadena, South Pasadena, Alhambra 
and Glendale, it was alleged that inas- 
much as the sum of the local passenger 
fares (in case a passenger would ride 
to Sierra Vista, the outer edge of the 
outer zone from Los Angeles, for 10 
cents, and then could board another car 
and ride to Pasadena for another fare 
of 10 cents, or 20 cents for the entire 
trip), was lower than the interurban 
rate of 29 cents for a through. trip, 


without change to Fasadena, that the 
tariff violated the provisions of the 
state constitution prohibiting discrimi- 
nation against passengers and places 
using the same character of service. 

The Supreme Court points out that 
this is exactly where the petitioners 
failed to prove the rates discriminatory, 
as there is a distinction between the in- 
terurban service and the local service, 
the interurban trains being operated 
on separate tracks from the local 
service, and the interurban service be- 
ing by means of larger and heavier 
cars and operated at high speed, with 
more, and more comfortable seats than 
the local service provides. 

The court points out that there were 
no decisions to which it might refer 
for precedents in deciding this litiga- 
tion, and that it had recourse to the 
decisions of the Interstate Commerce 
Commission, and also that it is 
strengthened in its decision by the 
wording of the State Constitution, Sec- 
tion 21, of Article XII, which specifi- 
cally provides that there shall be no 
discrimination between places or per- 
sons “or in the facilities for the trans- 
portation of the same classes of freight 
or passengers within this state.” 

“Tt is manifest,” the court observes, 
“that an interurban passenger, who 
pays a fare depending upon the exact 
distance he rides, is not in the ‘same 
class of passengers’ as the local pas- 
senger, who may ride one block, or 5 
miles, for the same fare.” 


Survey of Houston Conditions 
Under Way 


Speeding up cars of the Houston 
Electric Company will reduce operating 
costs and improve service, it is de- 
clared by J. A. Beeler, New York, 
employed by the city of Houston. The 
company’s prime contention in its peti- 
tion, filed in Federal court, seeking 
relief from what it alleged to be con- 
fiscatory fares imposed by the city, was 
that it is losing money. 

The average speed for cars in 
Houston is 6 m.p.h., Mr. Beeler said. 
The system is fairly efficient and fur- 
nishes service that compares favorably 
with the service given in other cities, 
but big savings can be made in several 
instances, the traction expert said. 
By rerouting and speeding up cars the 
company will be able to please its 
patrons, render more efficient service 
and effect a material saving in the cost 
cf overation. 

Reduction in the number of stops on 
all lines is the first recommendation 
toward speeding up service. Houston 
has sixteen stops for the mile, Mr. 
Beeler said, while an average of eight 
stops should be sufficient. 

Before any rerouting can be deter- 
mined upon it will be necessary to 


make a complete survey of the trans- 
portation needs of the city, and a corps 
of men is now engaged in checking 
the service on all lines. The report 
will be digested and put in such form 
that it can be used in court. 

The trial of the company’s suit in 
Federal court is set for Sept. 24. 


Freight Handling Discussed 


D. U. R. Will Install New System for 
Expediting Freight—Officials 
Approve 


The new system for handling freight 
soon to be installed by the Detroit 
United Railway on its lines in Michigan 
and Ohio, with a view to solving diffi- 
culties now encountered by electric and 
steam railways, manufacturers and 
other shippers, was discussed at a meet- 
ing of railway officials at the office of 
the Detroit United Railway on Sept. 13. 
Officials of the Michigan roads and also 
officials of some of the Ohio, Illinois 
and Indiana railways were present. 
Large containers to be equipped to fit 
upon a motor truck and a flat car are 
provided for by the system which in 
the opinion of officials of the Detroit 
United Railway will result in a con- 
siderable saving of time by reducing 
the number of times the freight is 
handled from twelve times to approxi- 
mately seven. 

Truck lines are to be established as 
feeders for the electric lines by the 
Detroit United Railway to compete with 
the truck lines operating from Detroit 
to Michigan cities and to Cleveland and 
Toledo. It is pointed out that the pro- 
posed plan for competition with the 
truck lines will result in a considerable 
change in railway equipment, including 
construction of special flat cars and the 
building of stands for unloading the 
trucks directly onto the cars. 

Special waterproof containers re- 
sembling large boxes will be furnished 
to shippers in the factory of the shipper 
and picked up by the specially-built 
trucks operated by the company for 
delivery to the nearest point on the 
electric line. When the container is 
unloaded from the car it will be again 
picked up and delivered at the plant or 
store of the receiver. 

The use of flat cars will be possible 
in connection with the containers with 
the resulting reduction in the weight 
of the load. By using the engine of the 
truck to haul the containers onto the 
chassis and unload it again, the com- 
pany will be able to dispense with a 
number of freight handlers. It is esti- 
mated that only 50 per cent of the time 
now consumed in loading and unloading 
freight will be required when the con- 
tainers are used. With the use of the 
containers it is anticipated that shippers 
will save considerable time and the 
company considerable money by avoid- 
ing claims for damages to freight and 
freight stolen in transit. The present 
arrangement whereby the freight is 
packed loosely in a freight car and the 
car sealed will be replaced by the use 
of the container, which can be moved to 
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any part of the factory or warehouse 
to be packed securely and sealed for 
shipment. Closer contact between the 
company and the farmers as well as the 
manufacturers is expected by the use 
of the new system as containers for the 
shipment of farm products, milk, etc., 
will be built. 

The proposed system was approved 
by a number of the railway officials 
present and the discussion brought out 
the fact that a system similar to that 
proposed by the Detroit United Rail- 
way had been in successful operation in 
England for several years for the trans- 
portation of freight in London, Liver- 
pool, Manchester and other cities. The 
manner in which a similar system is 
working out in Cuba was reviewed and 
moving pictures shown to illustrate 
how time and labor can be saved by the 
new arrangements. 

Michigan railway development, it was 
cited, has not kept pace with the growth 
of Michigan cities and the necessity for 
railways for finding a system for feed- 
ing into their lines by motor trucks was 
emphasized. 


Jitney Ouster in Effect in 
Birmingham 


Birmingham jitneys ceased operation 
at midnight, Sept. 15. As a result the 
Birmingham Railway, Light & Power 
Company reduced fares on Sept. 18 to 
7 cents for cash fares and 6 cents for 
tickets, according to the agreement with 
the City Commissioners some weeks 
ago. The fare was formerly 8 cents, 
while fifteen tickets were sold for $1. 
An additional 2 cents will be charged 
for transfers, either on cash or ticket 
fares, the same as before. 

At a meeting between Assistant City 
Attorney W. A. Jenkins and Attorney 
G. J. Prosch of Prosch & Prosch, repre- 
senting the Jitney Men’s Association, 
it was agreed to request the Supreme 
Court to vacate an injunction of the 
Jitney Men’s Association against the 
City Commissioners restraining them 
from putting the jitneys out of busi- 
ness. The injunction was therefore 
vacated and annulled by Associate 
Justice Lucien D. Gardner on Sept. 13. 
After appealing to the Supreme Court 
by the Jitney Men’s Association for the 
reinstatement of the temporary injunc- 
tion which had been dissolved by a lower 
court, an initiative election of the people 
was held and the jitneys were defeated 
by a vote of approximately four to one. 

The fight between the city and the 
jitneys has been a long drawn out one. 
But the big majority vote against the 
operation of the jitneys proves con- 
clusively that the people of Birmingham 
prefer the street cars to the jitneys. 

The settlement of the jitney question 
will also settle the long-drawn-out con- 
troversy between the city and the com- 
pany over the pavement of certain 
streets and the improvement of its sys- 
tem. In fact, the company has already 
complied with some of its agreements 
with the city, which depended upon the 
elimination of the jitney from Birming- 
ham streets. The company has already 


placed in effect the Jim Crow law, re- 
quired by the city, on most of its 
street cars. 

And now that the jitney is eliminated 
there is a_ strong likelihood that the 
company will be reorganized and lifted 
from the receivership where it has been 
for some time. It has been the con- 
tention of the company all along that 
the jitney was injuring its business 
to such an extent that it was unable to 
make any progress. It was also argued 
by the company that it was impossible 
to improve the system as it was barely 
paying expenses, and being in the hands 
of a receiver money could not be bor- 
rowed for mprovements and exten- 
sion of the lines. 

It is likely that some changes will be 
made in the Tidewater Street car line, 
as this line has never been a paying 
proposition owing to the fact that it 
operates through territory still largely 
unsettled. 


Buses Will Supplant Cars—As the 
result of a town meeting in Westport, 
Conn., at which a large majority of 
citizens voted for bus service, all the 
trolley tracks of the Connecticut Com- 
pany, except those by which cars pass 
from Bridgeport to Norwalk, will be 
torn up. Bus service will supplant the 
railway service. 

Fare Pericd Extended.—The Missouri 
Public Service Commission has granted 
a further extension of, the 8-cent fare 
rate for the Kansas City Railways for 
a period of six months from Sept. 18. 
John B. Pew, city counselor of Kansas 
City, in a letter to the Missouri Public 
Service Commission Sept. 14 informed 
the board that he would not oppose the 
application of the receiver of the Kan- 
sas City Railway lines for an extension 
of the present fare for a period of one 
year. 

Fines Imposed.—In the Supreme 
Court before Justice Charles E. Nichols 
on Sept. 8 twenty-seven jitneys drivers 
were cited to appear for violation of 
the Hinman injunction of two years ago 
forbidding competition with the United 
Traction Company. Nine drivers who 
failed to make their appearance either 
in person or by counsel are to receive 
“Jail” sentences. Fines of $100 were 
imposed on two operators and the cases 
against a number of others were ad- 
journed. 

Transfers to Bus Line.—The New 
York State Railways (Oneida line) has 
filed a local passenger tariff approved by 
the Public Service Commission which 


provides that passengers paying Utica. 


city zone fare or Oneida line cash fare 
will, upon request to the conductor, be 
given transfers to the Utica Railway 
Co-Ordinated Bus Line, Inc., for trans- 
fer at Parkway and Genesee Street. 
Transfers issued by said bus line will 


be accepted for passage on Oneida line’ 


cars. 

Wants Order Changed.—The Schenec- 
tady Railway has applied to the Public 
Service Commission for an amendment 
of an existing order which requires it 


to carry Albany city passengers within 
the Albany city limits. It is alleged the 
United Traction Company has extended 
its city fare service to the Albany city 
line, and the Schenectady Railway al- 
leges that there is no public reason for 
it carrying Albany city passengers, as 
service to the west city line is now 
given by the United Traction Company. 


Bus Certificate Granted.—The Iowa 
Railroad Commission has granted to the 
Waterloo, Cedar Falls & Northern Rail- 
way a certificate permitting it to oper- 
ate a bus line from Cedar Falls to 
Wiaterloo. A bus line already existing 
between Cedar Falls and Waterloo pro- 
tested to the commission several months 
ago that the interurban company’s line, 
conducted as an auxiliary to its railroad 
system, was not operating in good faith, 
at the time of the passage of the motor 
bus license law by the General Assembly 
on April 14, 1923, and that the railroad 
company ought therefore to be enjoined 
from operating the bus line. 


Working for Safety and a Picnic.— 
The safety first campaign started by 
the railway employees of Keokuk has 
been given added impetus by Walter H. 
Burke, manager of the Keokuk Elec- 
tric Company, who announced that the 
company would provide a dinner or pic- 
nic for its men if they closed a month 
without an accident. The men hold 
midnight meetings once or twice a 
week to discuss the safety campaign, 
safety slogans appear on all cars each 
day and motorists and _ pedestrians 
have caught the spirit and are doing all 
they can to prevent an accident involy- 
ing personal injury during the month. 


Will Petition for Bus Permit.—The 
stockholders of the Sheridan Railway, 
Sheridan, Wyo., will petition the State 
Utilities Commission for permission to 
operate buses in the city. The railway 
was not making money and when the 


city decided to repave the streets the | 


assessment against the tramway was 
more than it could pay, so it petitioned 
the commission for permission to cease 
operation of the railway. This was 
granted and the next step will be the 
petition to operate a bus line within the 
city. The cessation of the railway serv- 
ice within the city of Sheridan will not 
affect the electric line between Sheri- 
dan and Fort MacKenzie. 


Council ‘Rules One-Man Cars to Stay. 
—The City Commission of Dayton, Ohio, 
has rejected the repeal petition sub- 
mitted by the Central Labor Council 
officials, requesting the abolition of one- 
man cars in Dayton. The action was 
taken at the close of a public meeting. 
Following this action of the Council, 
the Labor Council officials announced 
that they would file with the Board of 
Elections petitions signed by 25 per 
cent of the voters and force the one- 
man car issue to a decision at the polls 
in November. Before the issue can 
come to a vote, over the city commis- 
sion’s objections, it will be necessary 
for the labor committee to secure an 
additional 15 per cent of the votes of 
Dayton. 
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Personal Items 


Indiana Man in New Post 


Hudson R. Biery Becomes Assistant to 
President Charles L. Henry of the 
Indianapolis-Cincinnati Line 


Hudson R. Biery, as noted briefly in 
the ELEcTRIC RAILWAY JOURNAL for 
Sept. 15, has tendered his resignation 
as purchasing agent for the Union 
Traction Company of Indiana, Ander- 
son, Ind., effective on Oct. 1. He 
will become associated with Charles L. 
Henry, president and general manager 
of the Indianapolis & Cincinnati Trac- 
tion Company, as assistant to the presi- 
dent. This company is in the midst 
of a program of complete rehabilita- 
tion, which will be concluded during the 
spring and summer of 1924. 

Mr. Biery’s electric railway experi- 


H. R. Biery 


ence began in 1908. In that year he 
entered the service of the Indianapolis 
& Louisville Traction Company at 
Scottsburgh, Ind., the original 1,200- 
volt d.c. line recently acquired by the 
Interstate Public Service Company. 
He was employed at first as store- 
keeper. Later he was made clerk to 
the superintendent, then traffic man- 
ager and purchasing agent in 1911. 
Following the receivership of the prop- 
erty in 1915, Mr. Biery continued with 
the Indianapolis & Louisville Traction 
_Company as assistant to John E. Gree- 
ley, president and general manager, 
in charge of transportation. He re- 
signed this office in 1919, when he was 
made purchasing agent for the Union 
Traction Company of Indiana. His 
successor with the Union Traction 
Company has not yet been appointed. 


Changes in West Penn Property 


E. A. Morgan, who has been super- 
intendent of the West Penn Electric 
Company, Wellsburg, W. Va., has been 
transferred to the same position at 
Weirton, W. Va., and M. J. Zurick, who 


has held a similar position at Charleroi, 
Pa., will go to Wellsburg. J. S. John- 
son, who has been general superin- 
tendent of the territory, will be trans- 
ferred to the treasury department and 
will give his time to the sale of West 
Penn securities in Brooke, Ohio, and 
Hancock counties. 


W.S. Eames Heads Rehabili- 
tated Read 


W. Scott Eames has been elected 
president of the New Haven & Shore 
Line Railway, New Haven, Conn., which 
recently took over and restored to serv- 
ice a part of the old Shore Line Elec- 
tric Railway. Mr. Eames is very well 
known throughout Connecticut. For 
more than five years he was Director of 
Public Works in New Haven under the 
late Mayor Frank Rice. He retired 
from that office because of press of 
business in other lines in which he was 
interested. At present he is general 
manager of and director in the New 
Haven Trap Rock Corporation, the 
largest concern of its kind in New 
England. Mr. Eames was elected head 
of the National Crushed Stone Asso- 
ciation of the United States two years 
ago. He is also one of the moving 
spirits in the B. B. Savage Company 
and the New Haven Upholstery Com- 
pany. He is treasurer of the Totoket 
Electric Company. He is a member 
of the Union League Club and other 
social and fraternal organizations and 
is prominent in Masonic circles. 


W. B. Carson, formerly secretary of 
the Pittsburgh & Beaver Street Rail- 
way, is now vice-president. The office 
of secretary is being filled by A. W. 
Washabaugh. 


Milton E. Ailes, a well-known 
Atlanta newspaper man, has been ap- 
pointed by the Georgia Railway & 
Power Company a member of the pub- 
lic relations department for the com- 
pany. Mr. Ailes has, for the past 
fourteen years, been connected with the 
Associated Press in charge of the bu- 
reau at Memphis and at Atlanta. 


Rey. Francis A. Chancellor Stone, 
who for thirty-five years served on the 
“L” lines of the Brooklyn-Manhattan 
Transit Company, has severed his con- 
nection with the railway to devote his 
entire time to the ministry. Up to a 
year ago Mr. Stone had a regular run 
as motorman on the Broadway or Lex- 
ington Avenue “L” lines. He devoted his 
Sundays and other off time to preaching 
and his other duties as a minister. He 
has been active in the ministry since 
1901, when he was ordained in the Con- 
gregational Church. He was well 
known throughout Brooklyn as “The 
Railroad Evangelist.” On Aug. 1, 1923, 
he became a member of the company’s 
Service Honor Legion. 
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Mr. Baehr to Manage 
Merger 


Well Known Consulting Engineer Is 
Elected Vive-President and General 
Manager of Combined Properties 


William A. Baehr has recently been 
elected vice-president and general man- 
ager of the Illinois Power & Light Cor- 
poration. He will make his headquar- 
etrs in Chicago, in which city are 
located the general offices of the new 
corporation, which is a consolidation of 
the North American Light & Power 
Company’s properties and the Illinois 
Traction System. 

Mr. Baehr has been active as a con- 
sulting engineer and operator of public 
utility properties for many years and 
is one of the best known utility men in 
the country. His first connection with 
public utilities was in Wisconsin. Fol- 
lowing his graduation from the Uni- 
versity of Wisconsin, Mr. Baehr spent 
three years in general engineering work 


W. A. Baehr 


and then became superintendent of dis- 
tribution of the Milwaukee Gas Light 
Company. From this position he went 
to Denver as superintendent of the gas 
department of the Denver Gas & Hlec- 
tric Company. In 1903 he became chief 
engineer of the Laclede Gas Light Com- 
pany, St. Louis. 

In 1909 he opened offices in Chicago as 
consulting engineer. He has been em- 
ployed by many of the leading utility 
companies of the country in connection 
with the operation of properties and 
the construction and design of plants 
and on many occasions has been en- 
gaged in valuation and financing prob- 
lems. 

Frior to becoming the directing 
head of the merged corporation, Mr. 
Baehr occupied a similar position with 
the North American Light & Power 
Company, operating gas, electric light 
and power, street railways and inter- 
urban properties in Illinois and other 
Middle Western states. He was born 
in Oshkosh, Wis., on Sept. 15, 1873. 

The merged company is one of the 
very largest earners in point of gross 
receipts among the utilities of the 
United States. 
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Mr. Seely in Motor Field 


Former Executive at Youngstown Joins 
Yellow Coach Manufacturing 
Company at Chicago 


Garrett T. Seely has joined the forces 
of the Yellow Coach Manufacturing 
Company as its Western sales man- 
ager. Announcement to this effect 


has been made from the office of the 


company at Chicago. It will not sur- 
prise Mr. Seely’s intimates to learn 
that the former vice-president and gen- 
eral manager of the Pennsylvania-Ohio 
Electric Company and its subsidiaries, 
among them the Pennsylvania-Ohio 
Coach Lines, Inc., has become identified 
with the automotive industry. 

For an engineer Mr. Seely has been 
unusually alive to sales possibilities in 
the transportation field. At Youngs- 
town he created an entirely new busi- 
ness by bus by supplying a public 
demand. His company was, in fact, the 
first to supplement a car line with buses 
to develop new interurban business. It 
was, indeed, a radical thing to do, to 
put in a line of this kind, but Mr. Seely 
did it. The story of the results achieved 
was told to the members of the Central 
Electric Railway Association in a 
paper read at Louisville on Jan. 18 and 
19, 1928. There is no need to repeat 
any part of it here. That paper, pub- 
lished inthe ELECTRIC RAILWAY JOURNAL 
for Jan. 27, page 169, not only told the 
story of the Youngstown installation, 
‘but tucked away in its text was the 
story of the talent of the man behind 
the move. 

From the very first Mr. Seely has 
been a believer in the use of the bus 
properly articulated with the electric 
railway. His work at Youngstown af- 
fords striking proof of this. But his 
‘belief in the use of the bus as a feeder 
and in service supplementary to the 
electric railway is only a part of the 
story behind his decision to accept the 
Chicago appointment. The position at 
Chicago will afford him a greater oppor- 
tunity than any purely operating posi- 
tion with a single railway to exercise 
his natural talents and his knowledge 
of engineering and_ transportation. 
With the Chicago company his activities 
will extend to the distribution, sale and 
installation of the company’s products 
and, more important still to Mr. Seely, 
they will include the conduct by him of 
analysis of conditions governing future 
bus installations. 

The record of Mr. Seely’s achieve- 
ments in the steam railroad and the 
electric railway fields has been the sub- 
ject of a review recently in the ELECTRIC 
RAILWAY JOURNAL and is generally well 
known in electric railway circles. 

The Yellow Coach Company has 
already drawn liberally on the electric 
railway industry for transportation 
talent, and in inducing Mr. Seely to 
join its forces has indirectly paid that 
industry another very great compli- 
ment. There is no excuse for the appli- 
cation of the cut and try method when 
talent is available that can unearth the 
facts needed to prevent what might 


turn out to be costly errors. This the 
Yellow Coach Company has realized 
from the first. Its appointment of Mr. 
Seely is further evidence of its desire 
to round out its personnel so as to in- 
clude the most expert construction, sell- 
ing and transportation engineering 
knowledge. 


W. P. Strandborg to 


Manage Bureau 


Portland Man Chosen to Direct Publicity 
Work for Public Utility Com- 
panies in Oregon 


Another little job more or less means 
absolutely nothing to William P. 
Strandborg, publicity and advertising 
man of the Portland Railway, Light & 
Power Company, Portland, Ore. So 


when the public utility men of Oregon 
got together recently and decided that 
they needed a permanent bureau of 


W. P. Strandborg 


publicity through which to tell their 
story to the public the members unani- 
mously decided that Bill, as he is 
familiarly known, should direct the 
bureau. Bill accepted. He has never 
been known to duck anything. Just 
when he does his work is a mystery, 
but he does it. 

While carrying on for the Portland 
company and editing Watt’s Watt 
Bill finds time to act as president of the 
Public Utilities Advertising Associa- 
tion, and to be an active figure in the 
civic life of Portland, managing com- 
munity chests and doing other odd 
jobs that require the kind of writing 
that brings in the money. Many Port- 
landers are the owners of securities of 
the Portland Railway, Light & Power 
Company, and it is Bill’s copy with its 
purchase-producing urge that has made 
a hugh success of the issues sold locally 
at Portland for cash or on partial pay- 
ments. 

Bill was graduated from Western 
Reserve University, Cleveland, Ohio. 
At the time he was graduated Bill 
probably could not have answered 
correctly all questions Mr. Edison might 
propound, but being unconscious of that 
then it did not stifle in him the urge 
to write and he served on the Plain 


Dealer and the Press in Cleveland. 
In 1903 he went to the Pacific Coast 
as editor of the Seattle Star and 
later was special writer on the Hven- 
ing Telegram, Portland, Ore. There 
he won great popularity with the 
newspaper-reading public for his 
whimsicalities. That was some time 
before the vogue of the column conduc- 
tor, which fate Bill apparently escaped 
because President Griffith of the Port- 
land company, who had just taken over 
that office, was able to win Bill over 
along about 1915 to his way of thinking 
about the local utility. There Bill has 
been ever since, chaffing the public of 
Portland to laugh with him at some of 
their own foibles, building up good will 
for his company and selling to the 
thrifty issues of stock and bonds that 
pay liberal returns on the investment 
and doubtless have saved thousands of 
local dollars from the maw of the get- 
rich-quick promoter. 

If there is anybody in Portland that 
really counts that doesn’t know Bill it 
is not Bill’s fault. Among the organ- 
izations of which he is a member are 
the Portland Ad Club, Portland Press 
Club, Portland Automobile Club, Pro- 
gressive Business Men’s Club, Portland 
Transportation Club and the Elks, to 
mention just a few. He also founded 
the local chapter of the Ancient Order 
of Muts. For a number of years he 
was vice-president of the Associated 
Advertising Clubs of the World for the 
Pacific Coast. 


Charles S. Kressler has been elected 
president and general manager of the 
Saginaw Transit Company, the succes- 
sor to the Saginaw-Bay City Railway, 
under which railway service is to be re- 
sumed in Saginaw soon in accordance 
with the terms of the settlement fran- 
chise passed recently. Mr. Kressler has 
been engaged in public utility work for 
ten years, of which seven have been 
with electric railways. 


Obituary 


Samuel Edward Young, former gen- 
eral manager of the Johnstown Pas- 
senger Railway, now the Johnstown 
Traction Company, died recently at 
his home in Johnstown, Pa., at the 
age of seventy-four years. He was 
made assistant general manager of the 
railway in 1892 and a short time later 
general manager, retiring three years . 
ago. 

Henry W. Harris, associate editor of 
the “Stone & Webster Journal,” died 
suddenly upon the golf links at Marion, 
Mass., Sept. 9. Mr. Harris was born 
in 1871 at Flushing, L. I. He was grad- 
uated from Yale University in 1895. 
He entered the public utility industry 
about nine years ago and was on the 
staff of the Northern Texas Traction 
Company, Fort Worth, Tex., from 1914 
to 1921. He went to the Boston office 
of Stone & Webster, Inc., about two 
years ago and for most of that time 
was engaged in editorial work. 


September 22, 1923 


ELECTRIC RAILWAY JOURNAL 


471 


Manufactures and the Markets 


News of and for Manufacturers—Market and Trade Conditions 
A Department Open to Railways and Manufacturers 
for Discussion of Manufacturing and Sales Matters 


Industrial Standardization 
Progresses 


Reduction Has Been Made in Variety of 
Sizes Available in Many Lines of 
Manufactured Products 


Definite progress in the movement to 
eliminate waste in industry is being 
made in a number of important lines, 
according to a bulletin just issued by the 
Chamber of Commerce of the United 
States. The bulletin states that indus- 
try is no longer thinking of simplifica- 
tion and standardization as activities 
which may stifle initiative or interfere 
with service to the trade. No confusion 
can result if it is kept clearly in mind 
that the objective is the elimination of 
waste, which is today obstructing indus- 
trial progress. 

Forty or fifty manufacturers, jobbers, 
retailers, consumers of paints and var- 
nishes have adopted a simplification 
program. This action will reduce the 
varieties of containers used in market- 
ing the commodities and also will elimi- 

‘nate many colors and shades of paints, 
stains, enamels and varnishes... The 
adopted schedule is substantially the 
“same as that drawn up for wartime 
operation. The action taken is to be- 
come effective Dec. 31, 1923. 

A general conference of asphalt pro- 
ducers, together with road commis- 
sioners, state, municipal and highway 
engineers was able to reduce the varie- 
ties of asphalt grades from 102 to 10. 
Certain definite penetration limits were 
established for paving asphalt, sheet 
asphalt and block filler. This simplifica- 
tion is to be put into effect on Jan. 

et, 1924, 


CONFERENCE DECIDES BRICK SIZES 


Not until a survey had been made 
was it very generally realized the multi- 
plicity of sizes for brick. If any com- 
modity should be standardized dimen- 
sionally it is building brick. This has 
been accomplished by a conference of 
clay brick manufacturers, engineers, 
builders and other interested elements. 
Two sizes of face brick have been re- 
tained and one for common brick. The 
face brick sizes are: Rough brick, 8 x 
2% x 32; smooth brick, 8 x 24 x 3%. For 
common brick the standard size is 8 x 
2h x 83. 

Another outstanding simplification 
program was adopted at a meeting of 
retail dealers, users, and manufacturers 
representing 85 per cent of the wire 
fence production. Sizes, types and varie- 
ties of wire fence were reduced from 
552 to 69. This action carried with it 
a reduction of fence packages from 
2,072 to 188. The simplified schedule 
became effective Sept. 1, 1923, for 


new production, and stocks of discon- 
tinued lines are to be cleared by 
Jan. 1, 1924. 


Discusses Readjustment of 
Freight Rates 


The question of freight rates was 
made the subject of discussion at a re- 
cent meeting of the Chamber of Com- 
merce in Washington at which were 
present representatives of the agricul- 
tural, manufacturing, labor and trans- 
portation interests constituting the 
rates committee designated by the 
chamber. The rates were discussed 
looking toward a readjustment rather 
than a reduction. F. A. Delano, former 
member of the Federal Reserve Board 
and now chairman of the rates com- 
mittee, stressed this point when he said 
that it was a matter of readjusting 
rates to eliminate inequalities in rel- 
ative rates. 


Overhead Contract in . 
Morocco Let 


The contract for the equipment of 
the overhead section of the line from 
Casablanea to Kourigha, Morocco, by 
the “suspension catenaire” system, has 
been given to the Compagnie d’Enter- 
prises Hydrauliques et de Travaux 
Publics of Paris on behalf of the Com- 
pagnie des Chemins de Fer du Maroc. 
Only within these last days, following 
upon the French occupation of Morocco 
but a dozen years ago, have standard 
gage railway lines been in operation, 
an outgrowth of the narrow gage 
automotrice (gasoline - motor) lines 
which connected Casablanca with Rabat 
and Rabat with Mekenes, Fez and 
Taza. The result was that the auto- 
mobile came to be the preferred form 
of locomotion, indeed the only efficient 
and rapid means of communication, 
public service vehicles being as numer- 
ous as privately owned cars. A big 
step forward has been taken under the 
egis of Marechal Lyauty, the real 
founder and animator of Morocco, by 
the electrification of one of the first 
portions of the rail lines of narrow 
gage recently transformed to standard. 


Brazil Orders for England 


The English Electric Company has 
secured a contract for the electrifica- 
tion of the Campos do Jordao Railway 
in Brazil. The contract, which has 
been awarded by the government of Sao 
Paulo, covers the conversion of an 
existing meter-gage railway, including 
the supply and erection of about 30 
miles of overhead catenary construc- 
tion for use with 1,500-volt d.c., 15 miles 


of 30,000-volt, three-phase transmission 
line, motor coaches for passenger and 
freight service and the building and 
equipment of a substation. At the 
substation the 30,000-volt, fifty-cycle 
supply will be transformed and con- 
verted to direct current at 1,500 volts 
for the working conductors. Each 
passenger coach will seat forty pas- 
sengers, and each freight car will 
carry 10 tons. The electrical equip- 
ment per coach will be four D. K. 30 
self-ventilated traction motors, wound 
for 750 volts. The motors’are con- 
nected two in series and the two pairs 
operate in series-parallel. Two-thirds 
of the railway is on gradients, the 
steepest of which is 10.5 per cent. The 
motor coaches are accordingly to be 
fitted with four brakes—hand, air, 
rheostatic and electro-magnetic track 
brakes. 


Consolidated Car Heating Com- 
pany Handles All Heating and 
Ventilating Equipment 


As was announced in the ELEcTRIC 
RAILWAY JOURNAL of Sept. 15, the 
Automatic Ventilator, formerly manu- 
factured and sold by the Automatic 
Ventilator Company of New York, has 
been taken over by the Consolidated 
Car Heating Company. By adding this 
equipment to its line of electric car 
heaters and thermostats the Consoli- 
dated Car Heating Company is now in 
a position to handle the entire heating 
and ventilating requirements for any 
design of car. 

The Automatic Ventilator has been 
on the market for many years. It is 
perhaps best known in the steam rail- 
road field, where it is standard equip- 
ment on the passenger cars of a 
number of leading railroads.  Rail- 
way mail cars have been very largely 
equipped with the Automatic Venti- 
lator because it so adequately meets 
the rigid ventilator specifications of the 
United States Post Office Department. 

The Automatic Ventilator is said to 
be a self-acting combined intake and 
exhaust ventilator, performing the dual 
function of drawing in the proper 
amount of fresh air and exhausting the 
used air, without creating draughts or 
troublesome air currents. 


Metal, Coal and Material Prices 


Metals—New York Sept. 18, 1923 
Copper, electrolytic, cents perlb........... 13.437 
Copper wire base, cents perlb............. 16.00 
Lead, centeperbw ite iacse cies accneas 6.925 
Zinc, cents per lb.. 6.75 
Spiny, ‘Straits, cents per -Ib.. 41.50 
Bituminous Coal, f.o.b. Mines 
Smokeless mine run, f.o.b. vessel, Hampton 

Roads, gross toms. ......-+.-.s-+seeeee $5.05 
Somerset mine run, Boston, net tons. PSY fs) 
Pittsburgh mine run, Pittsburgh, net tons. 2.25 
Franklin, Il., screenings, Chicago, net tons. 1.55 
Central, il, screenings, Chicago, net tons... 1.175 
Kansas screenings, Kansas City, net tons... 2.625 
Materials 
Rubber-covered wire, N. Y., No. 14, per 

TOGOTE Nae oe rR at >. sincere oe % sa $6.75 


Weatherproof wire base, N. Y.,centsperlb. 18.50 


Cement, Chicago net prices, without bags.. $2.20 
Linseed ‘oil (5- bbl. lots), N. Y., pergal...... $0.93 
vee lead, in oil (100-Ib. keg), x. Y., cents 

Ore ete eA cic eects nictetetons. woevere ats 11.375 
aaneatane (bbl. lots), N. Y., per gal.. $0.99 
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Rolling Stock 


Knoxville Power & Light Company, 
Knoxville, Tenn., will purchase, it is 
reported, fourteen cars of the most 
modern type. It is said that the order 
will specify seven single-truck cars and 
seven double-truck cars. 

Androscoggin & Kennebec Railway, 
Lewiston, Me., has placed in service the 
five new cars purchased from the 
Wason Manufacturing Company of 
Springfield. They are double-truck cars 
of Birney type construction with four 
G. E. 258 C motors and Westinghouse 
DH 16 air compressors. These cars 
were substituted on a car for car basis 
for the old double-truck two-man cars. 
One-man operation was started Sept. 1. 

Chicago North Shore & Milwaukee 
Railroad recently changed the order on 
five passenger coaches under construc- 
tion in the plant of the Cincinnati Car 
Company to have them finished as 
parlor cars of the very attractive type 
described in the HLEcTRIC RAILWAY 
JOURNAL for July 14, 1923. The cost of 
the five parlor cars will be about $3,500 
in excess of the cost equipped as 
coaches. Inasmuch as these cars were 
purchased on a car trust plan which 
had been all arranged, it would have 
been quite a lot of trouble to revise 
and increase the trust agreement and so 
the excess cost was charged to the rail- 
way’s advertising appropriation — an 
operating expense. This was considered 
fair and practical because the first par- 
lor cars in use had been of the greatest 
advertising value and had attracted 
much new patronage. 

Long Island Railroad, New York, 
N. Y., has announced that it intends to 
purchase new equipment costing ap- 
proximately $2,863,000. The equipment 
authorized by the management consists 
of sixty steel motor passenger cars for 
electric service, five large passenger 
locomotives for heavy express trains, 
five heavy freight locomotives and two 
hundred gondola or open top cars for 
general use. Contracts for the new 
equipment will be placed not later than 
Oct. 15. This is the 1924 car and locomo- 
tive program and assures delivery of all 
the new equipment in ample time for 
the 1924 summer traffic. With the 
ninety-two additional steel passenger 
cars ordered for 1923 delivery and the 
sixty now to be placed on order, and 
deducting eighty wooden cars of the 
older type that have been retired, the 
passenger equipment will total 1,282 
cars at the end of 1924. 


Track and Line 


New York State Railways, Syracuse, 
N. Y., will extend the Court Street line 
one-half mile to the new Onondaga 
pottery plant. Materials have been 
ordered which will cost between $20,000 
and $25,000. 

E! Paso Electric Railway plans to re- 
lay its loop around Oregon Street. 


Alves Dixson, superintendent of the 
company’s traffic department, estimates 
the cost at $50.000. The new rails will 
be much heavier than those now in use 
in order to provide for the heavy traffic 
now passing over the loop. 

Arkansas Central Power Company, 
Little Rock, Ark., is reconstructing the 
tracks on East Fourteenth Street from 
Scott to College Street. 

Northern Texas lraction Company, 
Fort Worth, Tex., has been granted 
franchises to construct the Riverside 
and Sycamore Heights car lines in the 
city of Fort Worth. Work has begun 
on both lines and it is expected that the 
work will be completed in about two 
months. Construction of these two lines 
will represent an outlay of about 
$150,000. 


Power Houses, Shops and 
Buildings 


Lake Superior District Power Com- 
pany, Ashland, Wis., plans the erection 
of a brick carhouse at Ironwood as one 
of the steps in the rehabilitation 
program. 

Androscoggin & Kennebec Railway, 
Lewiston, Me., has recently installed an 
automatic are welding equipment at the 
Lewiston shop. In the spring the com- 
pany placed four substations on a semi- 
automatic basis of operation, having al- 
ready one full automatic substation. 


Trade Notes 


Peter Smith Heater Company, De- 
troit, Mich., has moved its factory from 
the old location on Mount Elliott Ave- 
nue to new and modern quarters at 
6209 Hamilton Avenue. 

J.D. Phillips has been appointed office 
manager of the new Oakland, Cal., 
plant of the General Electric Company. 
Mr. Phillips, who was formerly travel- 
ing auditor, will have charge of ac- 
counting, statistics, payrolls and all 
clerical operations at these works. 

Dayton Mechanical Tie Company, 
Dayton, Ohio, announces the appoint- 
ment of G. H. Jameson to its field 
forces. Mr. Jameson was associated 
for six years with the Indianapolis 
Switch & Frog Company as welding en- 
gineer. Through this connection he be- 
came an authority on track construc- 
tion. 

Metropolitan-Vickers Electrical Com- 
pany, London, received the order for 
the motors for 100 cars recently 
awarded by the London County Coun- 
cil. - Altogether motors for 200 cars 
were ordered. A reference to this 
order appeared on page 279 of the 
issue of this paper for Aug. 18, but the 
name of the manufacturing company 
receiving the motor order for the other 
100 cars only was mentioned. 

Benjamin F. Thomas, Jr., since 1917 
mechanical engineer of the United Rail- 
ways, St. Louis, resigns that position to 
become affiliated with the engineering 


sales force of the Economy Electric 
Devices Company, general distributor 
of Economy meters, with offices in Chi- 
cago. His most recent work with the 
United Railways has been the conduct- 
ing and analyzing of tests to determine 
the economic feasibility of installing 
Economy watt-hour meters in St. Louis 
street cars. He had charge of installing 
the meters and organizing a new de- 
partment to handle the work and has 
worked up considerable original data 
as to energy consumption figures, which 
were printed in the ELECTRIC RAILWAY 
JOURNAL of Sept. 1, 1923. Previous to 
his association with the United Rail- 
ways, Mr. Thomas was affiliated with — 
the Electric Company of Missouri, 
Webster Groves, Mo., 1915-1916, and 
with the General Storage Battery Com- 
pany in the capacity of secretary and 
treasurer from 1916 to 1917. Mr. 
Thomas is a graduate of St. Louis Uni- 
versity, where he received the degree of 
bachelor of arts in 1910 and later the 
degree of master of arts in 1912, fol- 
lowing which he attended the Massa- 
chusetts Institute of Technology and 
received the degree of bachelor of 
science in electrical engineering in 1913. 
He is a member of the St. Louis Section, 
A. 1. E. E. 


‘New Advertising Literature 


Detroit Hoist & Machine Company, 
Detroit, Mich., has issued Catalog 23K 
on “Electric Hoists.” 


Irving Iron Works Company, Long 
Island City, N. Y., has issued catalog 
4-A 92 describing the safety, comfort 
and durability at competitive cost of 
the Irving subway grating. 

Reliance Electric & Engineering Com- 
pany, Cleveland, Ohio, has issued bul- 
letin No. 5018 descriptive of a new line 
of polyphase induction motors of the 
squirrel-cage type which the company 
manufactures. 

Crouse-Hinds Company, Syracuse, 
N. Y., has issued a pamphlet on 
“Switches and Plug Receptacle Hous- 
ings.” The pamphlet illustrates various 
types of plug receptacle housings, 
waterproof housings and condulet fit- 
tings for them. 


Motorbloc Corporation, Philadelphia, 
Pa., has issued Bulletin S-101, describ- 
ing and illustrating the application of 
the Motorbloc in several capacities 
which have been developed as the result 
of eighteen years’ experience in the 
material handling field. A tabulation of 
capacities, speeds, weights and electric 
motor sizes is given on page 3. 

Hisey-Wolf Machine Company Cin- 
cinnati, Ohio, has issued a thirty-two- 
page miniature catalogue, No. 3027, 
which briefly describes the complete 
line (112 different sizes and types) of 
Hisey products. This has been pre- 
pared principally for its dealers and 
agents. who know the value and neces 
sity of placing complete, condensed and 
practical information in the hands of 
pl customers and prospects. 


